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FRIDAY, SEPTEMBER 26, 1879. 


Locomotive Engines—Great Southern & Weste 
Railway, of Ireland. 

We give this week engravings of two express engines built 
at the Inchicore Works of this Company, and which will be 
of interest to American readers. These engravings, with two 
others which will be published next week, are copied from 
The Engineer. Description of them will be reserved until 
then. 
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Some Buffalo Railroad Notes—Straws from the 
Roadmasters’ Convention. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
The crash of falling buildings on Exchange street, near 
the New York Central & Harlem River Railroad draws a 
crowd of curious people to the spot, who anxiously inquire 


feet east. This depot also accommodates trains on the new 
road just opened to Lockport. The New York, Lake Erie & 


bushels) nearly completed at this port, and it looks as though 
this road was in a fair way to get its full share of traffic, 
the efforts of other roads to the contrary notwithstanding. 

In looking over the shops, yards and premises of the vari- 
ous roads terminating here, it is noticeable that a great deal 
of iron in various shapes is lying around loose. A general 
policing of any of the yards here would not only improve 
the looks of the premises, but the receipts from scrap might 
be greatly augmented. 

Although the business here is immense, one looks in vain 
‘for such improvements in the line of frogs, switches and 
| track-fixtures, as are being plentifully adopted at otber 
points about the country. 

Although it is but a short time since the adjournment of 
the Road-Masters’ Convention, it is evident that there is 
much dissatisfaction on the part of some, who could not pre- 
vail on the convention to swallow their ideasin toto, It is the 
height of nonsense for any one to expect a body of thinking 
men to acquiesce in every view that may be presented. It is 
an old saying that every crow thinks her young as white as 





pleted a, tasteful brick passenger depot on the corner of | 
Michigan and Exchange streets, with a shed extending 400 


| Western has a very large elevator (capacity, 1,000,000 | 


The Duties and Responsibilities of Road-Masters. 


[Address delivered at the second annual convention of the Inter- 
| national Road-Masters’ Association at Niagara Falls, Sept. 11, 
1879, by Charles Latimer, Chief Engineer of the Atlantic & 
Great Western Railroad. | 
| My friends and gentleman of the International Road- 
Masters’ Convention : 

You have done me a great honor in asking me to address 
you on this occasion, an honor which I appreciate greatly, 
for I have a syageny in your work, a fellowship with you 

|in your career, that makes me feel as a brother craftsman 
in bonds as close as that of the fraternities, and above all, in 
that bond of humanity which unites one with you in your 
present and future. 

| I have been interested in your organization from its 
incipiency, and rejoice with you and congratulate you that 
| you have attained your desired object, and have now come 
| together as the International -Masters’ Convention. 
bespeak for you a most useful career, beneficial alike to 

| you as men and to the railroad companies whom you serve. 

| ‘There is nothing like personal discussions and comparisons 

| for bringing forth the highest and best results in our work, 

| The man who —_ along unmindful of his neighbor, satis- 

| fied with himse!f and his own individual doings, will event- 

ually awake to find his neighbors, who have been compa: 

| notes, a long way in advance. The man who works for him- 

| self, and conceals from ths world the little that his brain 
produces, is an ‘‘ individual.” 

He who enlarges unselfishly the domain of his own and his 
neighbor's intelligence is a benefactor. 

e world has too many “individuals,” too few bene- 


LOCOMOTIVE ENGINES, GREAT SOUTHERN & WESTERN RAILWAY, OF IRELAND. 


the cause of all this smashing, and when they are told 
that it is to make room for a railroad, they rub the dust and 
mortar out of their eyes and seem to marvel that a railroad 
has so much power. Butit is an indication that railroad 
power is growing, even in the Empire State. But, even the 
mightiest of the mighty are sometimes arrested in their mad 
career by an insignificant bantling, whose process of incu- 
bation had not reached that state which enables the infant 
bird to leave his prison, flap his wings, and proclaim loudly 
to the world that he had an existence. In other words, be- 
fore the chicken was hatched he had the. power to worry the 
** cock of the walk.” 


Some time ago the City of Buffalo granted a charter to the 
‘Buffalo City Cross-Town Railroad Company” to build a road 
across the city, but the company failed to complete the road, 
and refused to surrender the charter to the city, and the 
matter is now before the courts. The New York Central, in 
building its cross-town road, must cross the old road, but 
there is an injunction in the way. The Central is, however, 
tearing down and building up, expecting at an early day to 
surmount the difficulty. It has completed its road for a short 
distance on each side of the disputed point, or up to the old 
track on both sides. It is now working at intermediate 
points, pending the decision of the court. If that is too long 
delayed, it is possible there may bea sudden flank movement 
at no distant day. 

The New York, Lake Erie & Western has recently com- 
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Mr. McDonnell, Engineer, Inchicore. 
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any bird’s in the country, and most every one regards his 
ideas as particularly sound, and there are many who expect 
every one else to see them in the same light. One of the best 


things in this world is to be open to conviction, and unless | rod of iron, but your rod 


man is prepared to surrender his belief, when the evidence 
that he is wrong is overwhelming, he had best never attend 
a convention nor engage in any argument. The Object of the | 
Roadmasters’ Convention was to get hold of all the wrongs | 


4 | 
as far as possible, and set them aright. If every one’s ideas 
were sound, there would be no need of an association; but | 


as such is not the case, it is the prime object of the associa- 
tion at its conventions to point out the errors of its members 
and suggest a remedy. There appears to be some who con- 
sider that the convention was run in the interest of some 
leading roads, whose officers have an interest in certain 
patent rights. This impression may be attributed to jealousy 
and eating too much pork. 

Present indications are that the association may have some 
trouble from dissatisfied patent-right men and some mem- 
bers whose ideas were not as readily swallowed by the con- 
vention as they were expected to be. Judicious manage- 
ment will, however, set things to rights; and as they are 
evils similar to those under which the Master Mechanics’ and 
Car-Builder’ associations have suffered, their advice as to 
the proper management of patent-right men might be of 
service to the Road-Masters’ Association. 


Wau. 8S. HunTINGTON. 
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factors. The benefactors seek the good of others. The in- 
dividual seeks the advancement of self and selfish ends. 
| Yours is the sphere of benefaction, and, notwithstanding 
this, you are despotic rulers, for you rule the land with a 
oes hand in band with civiliza- 
tion. Yours is the work of no charlatan. Yours is not the 
| sphere of rings and conspiracies, although sometimes their 
Yours is the sphere of hardy, honest, earnest, 
everlasting toil of mind and body. Yours is the sphere of 
sleepless, eternal vigilance, the only price of safety. Upon 
your faithfulness depends the lives of millions of our fellow- 
| citizens, to say nothing of their property. ; 
Yours is emphatically the sphere of benefaction. 
In all titles of nobility, let me have one that says not that 
| Lam of this place or of that place, but I am of this trade or 
| that profession. Letit be that I do something, not that I am 
| merely of something. I rejoice with you in your work and 
| your title. r . 
|” How little the world knows of your trials and ynsi- 
| bility! How few know of your anxious, watchful nights on 
| the dark and dangerous paths of the innumerable trains, 
| with their wonderful iron borses, whose wheels, like burning 
| flame, dashing at frightful rapidity night and day over the 
| gossamer iron threads, shake the very earth with their tread, 
| indeed seeming to fly like myriads of shooting stars over the 
mountains and plains, aud from shore to shore. 

Do the millions who sleep so quietly and sweetly in their 
downy beds realize the nature of that faithful guardianship 
which you exercise over their precious freights ¢ We laud 

\the heroes of the battle-field, and poets have sung their 
| praises ; but who bas sung the poems of the faithful track- 
|man, who upon the dark, stormy, wintry night, the ther- 
| mometer sometimes thirty degrees below zero, perchance 
walked his ten miles back and forth examining every rail 
and joint, and bridge and benk ¢ How often has his lantern 
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flashed in front of trains Seundoring 
to destruction ; but for the night track-watch, who 
has signalled the danger that gared in a burned bridge or | 
washed-out track just in time to stop them from a ewe of 
death? Who ot you but that has witnessed this ? ho, in- 
deed, of you that has not been one of those very watchmen, 
and been the blessed means of saving the bodies of your fel- 
low-men. 

The responsibility and importance of the position of track- 
man, and especially the track foreman, is not appreciated 
generally. 

It is considered a position that any workman may fill; 
but such is a mistake; it roman the judgment to select men; 
to govern thein it requires the honesty and fidelity of a bank 
ofiicer: it requires intelligence of a high order; it requires 
perfect sobriety. The position of the Foreman is the school 


of the Roadmaster, 

Some think that any laborer is fit for atrackman. This 
isamistake, The track hand requires intelligence, sobriet 
and the fidelity of the watchman. Do we notanxiously loo 
to him with entire reliance, and say, ‘‘ Watchman, what 
of the night ?’ The position of trackman is the school of 
the Foreman of Section, 

I have been long asscciated with railroad men, and been 
especially closely identified with trackmen, and I con say most 
unqualifiedly that there is no class of men more industrious 
or more faithful to their trust. And if there is a case of dis- 
tress or an accident, what class of men are more ready to 
open their hearts and meagre purses to assist? For when 
the yellow fever swept the Southwest the difficulty was to 
prevent our men from giving more than they were able. 

One year ago in this monta the most terrible rain-storm 
that ever visited this country crossed the track of the Atlan- 
tic & Great Western Railroad in a breadth of one hundred 
miles. It seemed as if the fountain of the t deep had 
broken up. It brings vividly to my mind the recollections 
of a dark a | when | was but a babe playing alone in 
an upper room. It was the earliest rentembered event of my 
life. My mother passed me quickly and knelt at the win- 
dow, praying only as a mother can pray. I crept up and 
looked over her shoulder; a flood was there; the Potomac 
River with heavy timbers and ice floating past, and the 
canal roarin’ like the sea in front of the house. I saw one 
despairing face and the uplifted handsof a drowning man in 
the broken canal lock. 

I think of the water-floods and pray that when the flood 
comes | may always have such faithful watchmen as blessed 
the Atlantic & Great Western Railroad in our great flood. 
They were all out everywhere, watching, signalling and 
warning. Many parrow escapes there were, so close to 
death; but all did not escape. A foreman waded through 
water to warn a train at the station, His work was well 
done. “ Do not pi ” he said; but the engineer said, 
‘* We will go slowly,” But there was no time for a mother’s 
prayer for poor Brown and bis fire nan as they dashed into 
a surging stream under a broken arch, A number found a 
watery grave that fatal mor of Sept. 13. 

When we consider the r bilities of our work, ought 
we not to feel as if 1 were God’s we were doing? Indeed, I 
believe that the trackman in his duty does feel that he is 
doing God’s duty. He seems to feel as if it wero His rail- 
road that he was protecting, and rise above the petty trifles 
of life. We are indeed wor! ng his vineyard, and it is true 
that we are doing His work. e are Hiscreatures; we owe 
our allegiance to Him; and he who acknowledges this and 
acts up to it best is the successful man. You are God’s 
watchmen, 

When we consider this how important it is that we should 
study the rule of thoroughness. How important that we 
should strive for the best and highest. 

In the first place, we should strive for the most perfect or- 
ganization in our work; and, to do this, the first thing is to 
have everything in its place, and the first thing to have in 
its place is the right man in the right place. Every man 
to whom I speak Seow that if he should possess transcend- 
ent talent and have-a parcel of lazy, idle assistants, he 
would undoubtedly be pronounced a failure shortly. So, 
therefore, selection of proper help and assistants is the first 
and important duty. The man who fails in this or lacks the 
quality of judging men will never be successful, and most 
certainly will never excel, 

The next thing after the selection of men is t> treat them 
as such, and act so as to retain them as brethren. 

The man who discharges another without cause or for a 
slight offence commits a crime against humanity, and is not 
fit tecommaud, A drunkard is unfit for railroad work. A 
foreman who curses his men is unfit to command them, [| 
may be pardoned for giving an illustration of the crime of 
cursing men, from my own ry. 

I was an officer of a ship. I ordered a sailor to move rap- 
idly, and, as he was going down the hatchway, I cursed the 

oor man—old enough to be my father. I can see his piti- 
ful face now, turned up to my angry face, seeming to say, 
“You can abuse me; I dare not answer you, for you have 
power to have me flogged or put in irons.” [ mused a mo- 
ment, standing where Il saw him vanish below. I said to 
myself, I am a mean wretch; I will never curse a man 
again; more, I will never swear again; I will always speak 
kindly, but firmly when necessary ; I will exact only proper 
obedience.” 1 turned aside to my duty; I felt as if a load 
had been lifted from my shoulders. That was thirty years 
ago. 1 have never used an oath since. 

That was the turning point of my life in some respects. I 
gained the entire respect of the crew, and it was a great les- 
son in the art of governing—it was self-control, self-respect ; 
it was the respect of humanity learned. 

Organizations should be economical. We have no right to 
a surplus man in our work. It is not just, nor is it conducive 
to success or discipline; it is bad for man and company. 
Good es ee good discipline, and the question 
arises, What is good discipline ¢ 

Good discipline is not a fearful obedience. It is not the 
work of the wheels of a Juggernaut, which decapitates 
heads—that is, gives a summary discharge and leaves sor- 
rowing families helpless and rable and crushed for an 
offence which the ruler may commit with impunity, Disci- 
= is not the work of a cat-o-nine tails, of a brig, of a pil- 

ory, of being tied up by the thumbs, or the sweat-box. I 
was on a ship where hundreds of lashes of the rope’s end 
were served out daily toa ship’screw far more regularly | 
than the grog ration (both happily now abolished). 





oung | 
men cursed those old enough to be their grandfathers. This | 
was by some called discipline, Was it such? No! There 
was but a smoldering volcano under that iron rule. Disci- 


pline is not blind, ignorant obedience. What then is disci- 
pline? It is decency and order founded upon the mutual 
respect of the governor and the governed for each other, 
each acknowledging the providence of their tion; each 
doing his duty, not as man pleases, but as unto God. True 
discipline is true harmony. 

Tyranny can never be discipl'ne. A great enemy to disci- 
pline and ony is overweening ambition. Ambition to 
excel is laudable ; ambition to take another’s place is mean. 
The very moment that a desire enters into the heart of a 
man to supplant another, -bye to harmony; welcome 
strife and contention. en evil-speaking of officers o 
superiors in position—-indeed, of each other—begins, harmony 
and discipline fail. Discipling is of the mind; of the heart. 





| 

When the question was up before Congress years ago, | 
whether flogging should be abolished in the naval service or 
not, a distinguished Senator asked me to give him my opin- 
ion, founded upon my naval experience. answered that 1 | 
was entirely in favor of the abolition of flogging. To 
my surprise his answer was : “‘ You are in error ; flogging 
is as essential on ship-board as on the plantations in the 
South.” My answer to that was: “I consider flogging es- 
sential to neither in order to maintain discipline.” 00k at 
the Senate of the United States, where the pistol and the cane | 
were used with menacing and threatening words. Why is | 
discipline not maintained there? I say discipline is of the 
mind ; is of the heart. The man who cannot maintain | 
discipline by bis example, by his words, by his spirit, can 
never do so even though he could flog, imprison, or even | 
hang up men to the yard arm adlibitum. All are not com- | 
manders, and he who would command must first learn to | 
obey. | 

Feiner 70 farther and say, no man should govern, or rather 
command, his fellow-man until he has learned the art of | 
governing himself. When men shall have learned to govern | 
themselves and to obey the law, then shall that government 
be established—the perfection of government, that which | 
governs least, the law of which is love. 

But to attain the thorough, there are other things besides | 
good organization and discipline. Railroad business pre- | 
eminently requires systematic work. There are good systems | 
and bad systems and mediocre system—neither good or bad. | 
What we want is the highest, the noblest and the best. For | 
that we must strive, earnestly, faithfully, sleeplessly, if | 


necessary, until attained. | discharge; into every thought, word and deed. 


A complete and perfect syst-m is that of doing our duty | 
in the most economical, workmanlike and rapid manner. | 

I have had occasion to remark before to some of you, that | 
if a road-master possessed nine qualities of ten required, and 
that lecking quality was economy, his chances for promotion | 
or success in railroad business would be less than it he lacked | 
several of the other njne. When I speak of economy, I mean | 
economy in its broadest sense, not that pretense which runs 
the road to the verge of accident and your fellow-man to the 
verge of starvation for the name of an economist. 

One instance : Suppose a road-master had all of his cross- | 
ties out and lying along the road in large piles in the win- | 
ter, and si.ould fail to distribute them when cars were plenty | 
and freight business light, and then should call for cars when | 
cars were scarce and freight plenty ; would you call such a} 
man economical ? Would you call him systematic ? 

A complete system involves many and various questions. 
Perfestion is never attained, but faithfulness brings us 
nearer and nearer until we attain the crown. 

We should never cease reaching out for greater excellence | 
ip our work, 

Yours is the school of promotion. A road-master has a 
wide field for observation and exercise of versatility of 
talent and rapidity ef execution as well as of thought. 
Some of our best and ablest superintendents have risen from 
road-masters, 

I will merely cite the promotions of one road—and a noble 
road it is, too—the Lake Shore & Michigan Southern. 

P. D, Cooper, road-master, to Superintendent of Division, 
to Assistant Superintendent of Lake Shore & Michigan 
Southern, to General Superintendent of the Atlantic & 
Great Western Raiiroad. 

J. H. Parsons, 

C. B. Couch, 

P. P. Blodgett, 

H. Amsden, 

P. P. Wright, 

H. M. Wright, 
all of whom have been promoted from road-masters to super- 
intendents. 

Your position and work engenders rapidity of thought 
and execution of design. Fertility of expedient is essential 
to your position. 

Trickery, chicanery, speculations are 
Your ambition is to do your duty, and 
work, 

No financial subtlety is yours. To others in devious paths 
be the work of wrecking. Yours to clear the wrecks of 
railroads, and, with all your skill and kindly aid, watcbful- 
ness and economy, to avoid them, 

In this broad land, all fields are yours, in common with 
every citizen ; but if honor or riches increase, set not your 
breart upon them. 

Who knows but I may be addressing this day the future 
highest officers in the land#? But remember, as you rise to 
more responsible positions, forget not your humble, faithful 
companions and friends, with whom you have battled with 
storm and wreck through many a weary hour of winter’s 
night. 

f promotion comes slow to you, be not over-anxious, but 
suy, Perchance I am less deserving than I think, and forget 
not those immortal words of Shakspeare; ‘‘There is a di 
vinity which shapes our ends, rough-hew them as we may,” 
and never forget that promotion which is true and lasting is 
the reward of faithfulness, even faithfulness unto death 

What a world of meaning there is in the word faithful- | 
ness! It means true devotion to our duty; it means that we | 





foreign to 
excel in 


you, 
your 


should be our brother’s keeper--that we should be teachable and | 


ready to teach others; it means that we should be faithful 
stewards of the interests both of men and things under our 
charge. And unquestionably the true and safe road to ad 
vancement is to avoid speculations or risks. Let us keep 
our eye single and devoted to the interests intrusted to us. 
The importance of teachableness is a paramount necessity 
for success. 


type of the railroad man. Indeed, these faults, if uncorrected, 
lead many astray, and lay them on the shelf to chew the cud 
of bitter disappointment. 

For instance, we sometimes find men who ridicule science, 
ignore the werk of the scientific man which gives him the 
knowledge to practice. Thus you hear it sometimes said: 
“What is the use of calculated tables, their formulz, these 
particular instructions ?” 

These men forget that the mathematician has worked out 
the problems, and given the rule of practice to one, who has | 
handed it to another, and so on until it is even supposed that 
the practice comes first and the theory afterward. This one 
will say: *‘ I want norule for putting in a frog or switch; I 
want no level to teach me to put up my tracks; I want no 
instrument to give me direction of a curve or line; I need no 
instrument to tell me how much I must elevate my curves; | 
my eye is better than them all. But it will be observed that | 
he who allies science and practice in his work will soon dis- | 
tance the one who holds either to the one or the other alone. | 

The universe is governed by mathematical laws, and it is | 
the glory of the student to unravel them, Kepler, the great 
astronomer, when he had calculated with precision the laws 
of the planetary system, was filled with devotion and grati- 
tude at his ability, as he said, ‘‘ to think the mind of God.” 

Our work is the result of close mathematical study in 
others perchance, and yet we are all but babes and suck- 
lings. We can none rejoice or boast over another. But vet 
let us not ignore laws or science, but work hand in hand 
with them. 

He who can practically do is theuseful man. He who can 
plan and do is doubly useful. He who uses the plan to guide 
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his practice is better than he who tries the one alone. Culti- 
vate all of the gifts, and then promotion comes, with greater 
fields of usefulness, 

How often I have pondered upon the thought how free 
our busy, earnest worker is from the isms and vagaries of 
the age. You have no time to listen to tales of mistakes of 
Moses. You are too busy trying to avoid the mistakes 


| which you might fall into if you should prove faithless to 


your trust. I tremble at the responsibilities which rest upon 
me and upon you all, lest, with all our care, with all our 
watchfulness, we should fail in some point least expected. 
We are all from our homes, from our work, and yet what 
anxious thoughts do we cast back to our place of business, 
and feel a load upon us lest anything should go wrong in our 
absence from our neglect. 

I have but glanced ata few points of importance which 
tend to the success of our work. I have said that our organ- 
ization should be complete, our discipline of the highest or- 
der; that our system should be perfect, and in all things we 
should be faithful. There is une thing yet that is needed to 
add grace and beauty to the whole, and that is a reliance 
upon Divine Providence to guide us in all that we do. I 
know it is not the custom of conventions and societies to 
touch upon the subject of Providence. It is that of some 
to ignore religion; but if I understand the spirit of the 
working man, he is not one of those. And why should we 
not take God in all our work, both of the road and of our 
meeting? Heis our maker, our preserver, our guide. I 
say, let us take oyr religion into every spike we drive, every 
railroad-tie we lay, every man we employ, every man we 


The man who says se cannot take God into our work is 
an enemy to our success. 

I once had a very responsible position upon a road, and I 
refused to permit an excursion train to be run upon Sunday, 
and to permit the section foreman to serve out whisky to 
his men and make them pay for it. My superior officers, 
acting under the force of the acting President of the road, 
took me to task and begged me to recall my action, saying 
it is impossible te carry out religious principles upon a rail- 
road, adding that he was very anxious for me to remain. I 
could have ohey«d the order in the matter of running the 
trains, but I positively refused to recede from the second, 
and left the roaJ. The idea that it is impossible to carry 
religion upon a railroad has veen frequently advanced, but 
never by religious men. 

Our country stands to-day with a Sabbath-breaking people 
upon our railroads, having wandered far from the teachings 
and practice of our forefathers. Sunday is made the clear- 
ing up day of railroads. More trains are run on than day 
than any other. It is the grand excursion day ; the roads 
are crowded with trains. I am pleased to see one railroad 
manager, Mr. Hickson, of the Grand Trunk Railroad, stand 
up against this practice. His answers to petitions to run Sun- 
day trains for excursions is pertinent: ‘‘ I am sure that run- 
ning excursions on this railroad will be of no profit to it, and 

I think 1t will be of no profit to you.” What wonder that 
the chapters of accidents are numerous? Men who have 
forced ten days into six are required to work possibly two 
more on the seventh. The engineer, his eyes heavy with 
sleep and fatigue, closes them at the moment when to do so 
is death to his living freight Forced to be absent from home 
and its ennobling influences, demoralization and dissipation, 
crimes and consequent accidents and loss ensue. 

Here let us stand! Let us set our faces and influence 
against the breaking of the Sabbath-day. Let no work be 


| done, either upon track or upon road upon that day, as far 
|}as our influence can 
| quiet and undisturbed on Sunday as our church-yards, so 


prevent. Let the railroad track be as 


that every man may have the privilege of enjoying his home 
with his family on that day, as he ought; that every rail 


| and tie, and bridge, and rod, and wheel, and machine may 


recover its elasticity. 

So do I believe that our nation will receive such a blessing 
as it can contain, Our railroad men will be happier and 
better men, and railroad accidents will be almost banished 
from our knowledge. It is your ey and mine to 
work for this blessing, an1 I trust that it may be our happi- 
ness to aid in its accomplishment. 

Wishing you a useful, prosperous career, both individually 
and collectively, I thank you for your atteution. 


Topics for Discussion by Engineers. 


The American Society of Civil Engineers has published 
the following list of topics on which original papers are 
invited : 

1. Topographical surveys, and the laying out of towns and 
the most economical divisions of property. 

2. Instruments and methods of exact measurement for 
land surveys. 

8. Trigonometrical and Astronomical surve7s, 

1. Systems of road-making and maintenance suitable for 
(a) large towns and heavy traftic : (6) surburban districts ; 
(c) rural districts, 

5. The sustaining power of different kinds of soils and the 
conditions which produce failure of foundations by settle- 
ment 

6. The weight which can be supported by different classes 
of masonary. 

7. The preservation of masonry structures, 

8. The manufacture of cements and methods of testing 
their strength. 

9, The proportions of cementing and ineft materials in 


| mortars. 
The obstinate man, the egotistical man, is not the highest | 


10, The preservation of timber used in construction. 

11. The strength, durability and characteristics of various 
timbers. 

12. The manufacture of iron and steel in America. Com- 
binations of materials, methods employed and plant used. 

13. The properties andlaws of cast iron, wrought iron, 


| steel and other metals used in construction. 


14. The effect of constant or long-continued vibration on 
metals used in construction. 

15. The design, generally, of iron bridges of large span. 

16. The construction and operation of drawbridges of 
large span. 

7%. Testing machines and experiments on the strength 
of materials and structures. 

18. Appliances and methods of rock boring and blasting. 

19. Sub-aqueous tunnels. Their design and construction. 

20. The flow of water in channels of various kinds, and 
the modes of determining the discharge by experiment. 
Also the discharge over weirs and through orifices. 

21. The loss of water in flowing in open channels. 

22. The relations of rain-fall, character of soil, and flow of 
streams ; effect of wooded and of cleared and cultivated land 
on the flow of streams. 

28. The sources of systems of water-supply for towns, in- 
cluding storage of surface water, open wells, tube wells, 
gathering galleries and ground water obtained from differ- 
ent geological strata. ' 

24. Systems of water-supply suitable for small communi- 
ties, whether separately or codperatively. 

25. The detection and prevention of waste of water in towns. 

26. The design, construction and cost of operation of 
pumping engines, and mode of computing duty. 
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27. The history of the manufacture of cast iron water pipes 
in America. - 

28. The strength and dimensions of cast-iron pi 
wrought-iron pipe for water supply. 
water pipe. 

29. Durability and cost of water pipe of cast iron, 
wrought iron and cement, wood aud other materials, 

30. The design and construction of earth embankments 
and masonry dams for reservoirs. 

81. The construction, dimensions and operation of navi- 
gable canals. 

82. Methods of overcoming differences of level in canals. 

33. The improvement and training of rivers. 

84. The construction of harbors of refuge. 

35. The construction of wharves, piers and docks. 

36. The construction of fire-proof buildings. 

37. Warming and ventilation of buildings. 

838. House drainage. 

89. The sewerage of towns and the disposal of sewage. 

40. The form, material and dimensions of sewers. 

41. The economical location of railroad lines. 

42, The construction and maintenance of the permanent 
way on railroads. 

43. The form, manufacture and life of rails. 

44, The form and material of railway wheels. 

45. The heating and lighting of railroad cars. 

46. The prevention of accidents at railroad crossings and 
intersections, 

47. Rapid transit in large cities. 

48. The prevention of noise from heavy railroad trains 
moving at high speed. 

49. Safe substitutes for animal power on surface railways. 

50, The relative economy of the several kinds of fuel 
used in locomotives engines. 

51. The operation of freight and passenger traffic on rail- 
roads, and the conditions of economy in the same. 

52. The arrangement of terminal stations on trunk lines of 
railroads. 

58. The manufacture, distribution, measurement and use 
of iluminating gas. 

54. Electricity as applied to lighting and to motive power. 

55. The modern construction of water wheels and engines, 

56. The engineering questions involved in the location and 
management of large industrial exhibitions. 

57. Manufacture, strength and durability of earthenware 
pipe. 

58. The relations of engineers to employers and to con- 
tractors. 

59. The status and compensation of experts. 

60. Engineering and mechanical law. 


and of 
Forms of joints for 


The Railroads of Brazil. 





Mr. W. Milnor Roberts, the eminent engineer, now in the 
service of the Empire of Brazil, has written an extended 
paper on Brazil for the American Society of Civil Engineers, 
from which we are permitted to extract the following pas- 
sage concerning the railroads of the Empire: 

About 25 years ago a railroad system was begun. The 
first line opened was 10 miles long, extending from the bay 
of Rio de lone to the foot of the Cergan Mountains, on 
the route between Rio de Janeiro and Petropolis, where the 
imperial summer palace is situated. A very perfect mac. 
adamized road, rising by zigzags, connects the railroad with 
the general summit of the plain, about 8,000 feet above the 
sea, 

l'bis short line, the pioneer semi, Se Brazil, was projected 
and pushed through by the Baron Mauré, a very enterpris- 
ing gentleman, who was also the prime mover in other more 
important public works. 

In 1856 the Dom Pedro Segunda Railway, fir-t section, 
was put under contract (38 miles), to near the foot of the 
Sierra, under English engineers and contractors, This was 
opened for use in 1858. 

In 1857 the second section of this important line was lo- 
cated under the direction of Col. C. F, M. Garnet, of Vir- 
ginia, assisted by other American engineers; and in May, 
1858, it was let toan American firm of contractors. This 
section of 29 miles cost over six and a half millions of dol- 
lars, averaging $148,000 per mile. Its gauge is 5 ft. 3 in. 
Its maximum gradient in ascending the coast face of the 
Sierra is 95 ft. per mile on tangents, reduced on curves. Its 
shortest radius of curvature is 712 ft. 

The objective point of this ‘‘ section” was the Parahyba 
River, 67 miles from Rio de Janeiro at the Barra de Pirahy. 
Thence it was extended, first, down the valley of the Para- 
hyba, and afterward up the same, accommodating a fine 
coffee region. lt is still being extended by main line and 
branches down the Parahyba. It was carried 97 miles up 
the valley, to a town on the river called Cachoeiras, 

Later, within four or five years, an extension of this 
branch of the Dom Pedro Segunda line was undertaken by 
a Brazilian company, under a guarantee of 7 per cent. in- 
terest by the government, to run from Cachoeiras to San 
Paulo, itis 143 miles long, | meter gauge ; minimum ra- 
dius of curves, 328 feet; but most of the curves are much 
easier. It was finally opened for public use in July, 1877. 
Its cost was $4,918,000, or 834,360 per mile. It accommo- 
dates a considerable coffee region on its route, and connects 
the flourishing province of San Paulo, containing over 
1,000,000 people, with the capital of the Empire, Rio de Ja- 
neiro. Passengers leave Riode Janeiro at5 a, m. and arrive 
in the city of San Paulo, the capital of the province, at 7:45 
p.m. The line between Cachoeiras and San Paulo is called 
the *‘ Estrada de ferro do Norte,” and although its conces- 
sionaries were Brazilians, it was built by Americans ; and 
it has American locomotives and cars, and American ar- 
rangements generally. 

About the same time that the Dom Pedro Segunda Rail- 
way was begun, a very important line was projected from 
Santos, to surmount the Serra do Mar, and thence to San 
Paulo and beyond to the interior, the finest coffee region 
being about 100 miles from the coast. (You will finda de- 
scription of this line, from Santos to Jundiahy, 86 miles, 
written by its Resident Engineer, D. M. Fox, M. Inst. C. E., 
and also very interesting discussion upon the method of over- 
coming the Serra, in the Transactions of the Institution, 
upon Mr. Fox’s paper No. 1,245, read March 8, 1870.) The 
inception, in practical shape, and surveys and location took 
place between 1856 and 1860; and at the time (or when the 
writer visited it, while in progress, shortly after) it was re- 
garded as the boldest piece of engineering that had ever been 
undertaken on the American continent. 

The government guaranteed 7 per cent. interest upon the 
capital of £2,000,000 (afterward augmented to £2, ,000, 
or about $13,000,000), and an English company undertook 
its construction, with English engineers and English con- 
tractors, although Mr. Fox, the able resident engineer, men- 
tions that the’ work was facilitated, materially to the ad- 
vantage of the company, by American sub-contractors who 
oo had several years’ experience on the Dom Pedro 
ine. 

The great engineering feature of this San Paulo Railroad 
is its ascent of the Serra by four inclines, rising about 650 
ft. each, or 2,600 ft. in all, at an average grade of 10.25 per 
cent. The planes are all curved to conform measurably to 





the rugged cont- rs of the Serra, but the work of cutting 
and filling was. notwithstanding, very wont By calcula- 
tion of expences the daily cost of transporting about 250 
tons each way over these planes (and two nger trains 
each way) is about $200. On a grade of 100 ft. per mile, 
the length of the line would have been 26 miles, instead of 
five miles; end the additional capital for construction, it 
was assumed, would have been about a million of pounds 
sterling; so that, although with the best modern 
locomotive system the actual cost of tra rting 
250 tons each way might be ‘less on a aonene 
tive line, the interest on the additional capital was so 
great as to give a verdict at the tim» in favor of the inclines. 
(I think, however, that the additional first cost of a loco- 
motive line was largely over estimated. Still I believe that 
American engineers at that period—1860—under all the cir- 
cumstances, would have decided in favor of a system of 
inclines, with ropes; although there might have been difference 
of opinion as the number and kind of the inclines.) 

James Brunlees, M. Inst. C. E., was the Chief Engineer. 
but I believe he made oniy two visits to the line. The rea 
work of location and construction was done under the im- 
mediate direction of Mr. Fox. 

In 1878 there were 68,000 tons of coffee carried over this 
line and delivered in Santos for shipment. Between Santos 
and San Paulo, 48 miles, along the route of this road, there 
is very little agriculture, or any sort of industry. Forest, 
or else almost useless coarse grass meadows, are the physical 
characteristics of this plain, elevated about 2,500 ft. above 
the sea. Ait the distance of about 100 miles from this part 
of the coast chere is a fine coffee region, where superior 
coffee is raised and transported (now) by rail to Santos. 

As far as Jundiahy the gauge of track is 5 ft. 3 in. The 
same gauge was also continued by another company, called 
the “ Paulista,” to Campinas, 28 miles, and from Campinas 
to Rio Claro, 56 miles. It was afterward extended from a 

dint eastward of Rio Claro to Pirassununga, about 28 miles. 

his may be regarded as the main line to the interior of San 
Paulo, at present. ; 

Other lines, all having meter gauge, have been built, con- 
necting with this main trunk. From San Paulo to Ypanema, 
80 miles; Jundiahy to Ytu, 42 miles; Itaicy to Peracicaba, 
56 miles; Campinas to Mogy-merim, 47 miles, and from 
thence to Casa Branca, 50 miles; Jaguary to Amparo, 19 
miles; and other branches are all the time springing up, de- 
signed mainly to accommodate coffee fuzendas, 

hus the province of San Paulo, in its business and gene 
ral intercourse has, within a dozen years, been peacefully 
revolutionized by its railroad system, projected and led for- 
ward by intelligent, enterprising leading men of the 
rovince, aided by the provincial government, and also by 
he general government, with 7 per cent. interest guaran- 
tees. 

The exportation of coffee from its chief port, Santos, has 

rown from 27,000 tons in 1868 to 68,000 tons in 1878. 

he annual receipts from customs at Santos, which from 
1866 to 1871 averaged only $1,100,000, now average about 
$2,000,000. 

While no other province, mene Rio de Janeiro, has 
done so much as San Paulo in pushing forward railways, all 
of the other fifteen provinces touching the coast have done 
something; but a detailed statement of the finished and pro- 
jected roads in each province would take up too much space 
for this letter. The provinces in which railroads have een 
built and others projected are Para, Maranham, Piauhi, Ce- 
ara, Rio Grande do Norte, Parahyba, Pernambuco, Alagdéas, 
Sergipe, Bahia, Espirito Santo, Parana, Santa Catherina 
and Hic Grande do Sul. 

One of the latest important railways now in process of 
construction is in the province of Rio Grande do Sul, 
from the coast to the Uruguay River. It is, I believe, re- 
garded as a strategical line. Other strategical lines are pro- 

sed, from the coast at points further north to reach the 

‘arana River. 

During the late war with Paraguay the distance and natu- 
ral difficulties of an unimproved region between the Brazilian 
coast and the seat of war comaciel the Brazilians to attack, 
at great cost, from the La Plata estuary asa base. Hence, 
the desire now to secure railway communication, through 
Brazilian territory, between their own coast and their own 
navigable waters, either above Paraguay, or at some point 
on the Brazilian side of the River Parana,opposite Paraguay 
—a very wise measure. 

Since the opening of the first Brazilian railroad (in 1856,only 
23 years ago), Brazil has embarked quite extensively in rail- 
way schemes. The general system has been for individual 
parties,uniting as companies,to secure a government guaran- 
tee of 7 per cent.on a given amount of capital—sometimes of 
the provincial governments and the general governments, and 
sometimes of the general government only. Some of the 
schemes have been carried on without any government 
guarantee, but based upon privileges granted, 

The Dom Pedro Segunda and the San Paulo lines, not- 
withstanding their great cost, pay a liberal interest upon 
the capital invested. The prices for transportation are very 
high; but they are so much less than the cost of carrying by 
mules that all parties appear to be pretty well satistied. 
The San Paulo line is owned entirely in England, and to 
England the good dividends go; but still leaving a surplus, 
which is paid to the Brazilian government. The Dom Pedro 
Segunda line is owned entirely by the government, and 
some parties desire it to be sold, to help the national finances. 
It might possibly approach the fable of the goose and the 
daily golden egg. 


The New York Legislative Investigation of Railroad 
Practices. 

A sub-committee of the Assembly Railroad Investigating 
Committee has been holding sessions at Rochester this week, 
hearing testimony chiefly from farmers and small traders. 

One farmer testified that at his station farmers paid the 
same rates on grain to New York as are paid all the way 
from the West by western farmers. The rate from Ogden, 
his station, is now 15 cents per 100 lbs. [This is but one 
half of the present rate from Chicago.) For the past ten 
years they had had special rates at times, usually from May 
till November ; obtained on application to Mr. Goodman. 
He had been refused special rates when other poor had 
them. They had been treated very fairly by the New York 
Central. Correspondents inviting consignments had written 
and said that if they would ship to them they would get a 
rebate on the freight. Within the past three weeks he had 
paid 15 cents per i100 Ibs. on the railroad, and a week pre- 
vious 14 cents on the canal. He had had special rates for 
20 years, they were 2 or 3 cents per 100 lbs. less than regu- 
lar rates. 

Another farmer, who was also a dealer in coal and prod- 
uce, said that the rates from Geneseo to New York were 
higher than from Chicago to New York. Special rates had 
nearly ruined them. He had done business at a loss for the 
last five years. He shipped about 1,600 head of cattle a 
— He had never had a lf rate. On cattle the rate 

rom Chicago to Buffalo is per car; from Geneseo to 
Buffalo, $15; from Buffalo to New York, $50. From Geneseo 
to New York he paid $60 to $75 per car in 1875; $60 to $65 
in 1876; $55 in 1877, and $50 in 1876. 
A cattle dealer living at Waterloo had Spaid $36 per car 





from Waterloo to Albany, and had had a special rate of $25 
per car from Buffalo to Waterloo when the regular rate was 
$27. He had known of the rate being $20 from Chicago to 
New York. 8 rates had ruined his business, 

A miller at Batavia said that he paid 23 cents per 100 Ibs. 
for grain to Batavia and $63 per car for flour to New York 
when the rate from Buffalo was but $40. 

Mr. Harris Lewis, who is President of the State Farmers’ 
Alliance and the Greenback candidate for Governor, had a 
dairy farm and a factory in Schuyler, Herkimer 
County. He paid on butter 60 cents per 100 Ibs, in winter 
and 40 in summer. On vinegar be has had special rates of 
16 and 20 cents, the regular rate being 34. From Utica the 
butter rate to New York was 12 cents; from Buffalo, 12 to 
15; from the Mississippi, 88 cents, while he paid 40 cents. 
He complained because he did not get rates as low as those 
from the West. He did not complain of the amount of the 
rate, but of the discrimination. 

On Tuesday Mr, Patrick Barry, a well-known nurseryman 
of Rochester, testified that there had been a great reduction 
in the rates on his shipments, and said, ‘* The railroad com- 
pany has always done the best it could for us.” The express 
rates to New York were enormous. 

A farmer living at Big Flats, on the line of the Erie, buys 
Western cattle, fats them on his farm, and ships them to 
New York. He had to pay $49 per car from Buffalo, while 
people at stations six and 28 miles further east could get 

hem for $40. While the rate through from Buffalo to New 
York was $22, he had to pay $65 from West Junction to 
New York. 

A manufacturer of stoves at Rochester had shipped much 
by canal to New York. By rail formerly he had paid $45 to 
$110 per car, but this year he has a special rate of $25. 

Mr. J. A. Hinds, a Rochester miller, identified some freight 
bills. He said the New York Central got $10 per car of 125 
barrels from Black Rock (Buffalo) to Troy, and 820 from 
Rochester for 100 barrels. He said the Rochester millers 
could compete and make money if they got the same rates 
as the Western millers get. The wheat production of New 
York is at the rate of about 2!¢ bushels per inhabitant, 

A Monroe County farmer complained of a great reduction 
in the prices received for farm produce, He did not know 
how much of it was due to freight discriminations. 

Another Monroe County farmer thought it would make no 
difference to New York consumers whether rates from Chi- 
cago were 10, 20 or even 40 cents. The farmers in the 
West get the difference when prices go down and bear it 
when they go up. He thought they should have rates as low 
in proportion as rates from the West. 

manufacturer of fruit and flour barrels in Rochester 
testified that his business had decreased because the ship- 
ments of flour and fruit have decreased. 


United States Rail Imports for Eighteen Years. 


Statement of the quantity, rate of duty and amount of 
duty on imported iron, steel and steel-headed rails entered 
for consumption in the United States in each of the 18 fiscal 
years ending with June 80, 1879, reported by Joseph Nim- 
mo, Jr., Chief of the Bureau of Statistics: 


IRON RAILS. 
Tons 
Year ending (2,240 Ibs.) Amount of 

entered . Rate of duty. duty received. 
ane an <pene denne 6,236.2 $12 per 2,240 Ibs, $74,854.06 
W9Gg frcrrseseeeeess 3,712.5 “ “ 44,550.30 
eat DEE er cee 16,180.8 $13.50 “ 218.440.76 
MOOSE b.iid.s cy seddsais 104,220 .4 3 $4 1,407,096 .16 
gang f+ cere eeseees 66,455.0 60ctsper100Ibs, 923,130.72 
ew, 2 5,757.4 70 “ “ 90,276 .B5 
ses 5 21,526.7 60 “ * 289,318.43 
1866 4 57,546.56 70 * “ 902/329 .98 
105,362.9 as 58 "6 1,652,090 37 
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2'196,142.09 
3,613,658.49 
4.528.420.05 
6,301,266.44 
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352,23! .02 
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124,368.05 
4,318 67 
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272. 4,257.67 
115.4 do. less 10 p.c. 72,186.65 
,889.0 “ " 26,657.82 
553.7 70cts. per1°0Ibs. 8,682.09 
(92.0 do. less 10 p.c, 11,177.13 
STEEL RAILS, 
Tons Amount of 
imported. Rate of duty. duty rec'd. 
et Ao dastectsyokns 18,751.83 45 percent. $430,210.80 
ee aS ay 26,056.0 144 cts. per Ib. 29,508.81 
ave <esavr carbene 105,214.3 ve o 2,946,001 .42 
sie isin «v6 <an-sonieys A ¢: ss 310,418 7 
ecin PRARSICE: 128'317.3 do. less10p.¢. —_3,283,596.75 
FB TSA 130,386.90 85 se 2,285,740 .26 
i tenis nalts Sires 38,170.8 £091,903, 82 
ae eR 1,039.1 “ “ 26,184.77 
ca Las ROM eee 4914.5 14 ets. per Ib. 137,607 05 
ates E49 on busmaded te 8.9 do, less 10 p. ¢. 224.83 
posi: EEE ACE? 1,663.7 114 cents per Ib. 46,707.71 
OE ih, an ik eins a * “ 52.36 
SE 30s g 54 ouch awaans 2,504.6 “ ” 72,649.34 
RAILS PARTLY STEEL (STEEL-HEADED) 
_: PRR 236.0 1 cent per lb. $5,280 .6° 
1872..... shied dates) Ia “ 24 103,000.45 
Se Be oad oada nage at 40.0 “ “ 896.93 
Se coe 1,052.9 do, less 10 p.c. 21,226.18 
ROA s 6% wics cede svned 25.3 - 4 511.01 
UPPERS 15.3 “ “ 308. 
BITG. « coee sve cove 16.5 1 cent per Ib, 378.71 
DE tenon anesthe 20.5 “ “ 661. 
Ecce: a0. csbeenene 8.4 “ es 196.47 
DUO ensseddivios ce 16.5 “ “ 360.30 


These figures have been compiled at the request of some 
French gentlemen who are preparing a book on American 
railroads. 


An Employe’s Courage Recognized. 


The following order has been issued by Receiver Thomas 
R. Sharp, of the Long Island Railroad, under date of Sept. 


15: 
“The attention of the service is ey called to the gal- 
lant and heroic action of Fireman Charles Jones, of Engine 
No, 25, Train 5, July 23. y j 
‘‘In approaching Jamesport the engineer saw a child on 
the track, blew for brakes and reversed his engine, Fire- 
man Jones, who was on the front of the ngne. oiling the 
cylinders, seeing that it would be impossible to stop the 
train before reaching the child, immediately took a position 
on the cow-fender and succeeded in grasping it just in time 
to lift it harmless from the track, thereby saving its life. 
“The child was a little girl about three years of age, the 
daughter of Mr. Samuel Bartlett, living near Jamesport. — 
“foo much praise cannot be awarded Mr, Jones for his 
action, and appreciating the ability, courage and good judg- 
ment displayed on this and other occasions, his name has 
| been placed by the Master of Machinery on the list for pro- 
' motion at the first favorable opportunity.” 
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EDITORIAL ANNOUNCEMENTS, 


Passes,—All persons connected with this paper are forbid- 
den to ask for sunder any circumstances, and we 
es a thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters should be addressed and drafts 
made payable to Tot RAILROAD GazeTre. Communica- 
tions for the attention of the Editors should be addressed 
EprroR RAILROAD GAZETTE. 


Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal Few paw: EXCEPT IN THE ADVERTISING COL- 
umNs. We give in our editorial columns ouR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im mt to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do 8o y in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and conyplete if they 
will send us early information of events whiok take ce 
under their observat such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its impr t. Di ions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers wiil oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
yecially annual reports, some notice of all of which will 
be published. 





NON-TRANSFERABLE TICKETS. 


There is no need to explain to railroad men the in- 
convenience and evils of ticket-scalping; they under- 
stand them welland feel them keenly. But the gen- 
eral public do lack light upon the subject. They would 
judge the laws and rules against unauthorized sale of 
tickets more justly if they better understood the prac- 
tical reasons forthem, And railroad men might easily 
win from the right-thinking portion of the community 
a more cordial support to their position against the 
outside traffic in tickets, by a fuller and freer explana- 
tion of its mischievous effects. The average traveler 
is unaware that it can make any difference to a rail- 
road company whether he himself or another rides 
upon the ticket he has bought; and regards a rule or 
clause which prohibits his selling it as unreasonable 
and causeless, in case for any reason he cannot use it 
himself. Show him the reasons and his opposition 
will weaken. First, then, as to the nature of ticket- 
scalping and its inconveniences to the companies: The 
prominent abuse is the miscellaneous brokerage 
in tickets which has grown upin most large cities. 
For several familiar reasons, the price of a through 
ticket is usually less than the aggregate of way Yares 
from one point to another upon the route between the 
termini, Wherever competition is at all severe, and 
especially if the route is longer than the direct one, the 
reduction upon purchase of a through ticket is apt to 
be a considerable proportion of the cost. Hence, many 
years ago, shrewd travelers, assuming that they might 
sell any unused portion of a ticket, began a practice of 
buying through tickets though meaning to go only 
half way, and then, after reaching the stopping place 
intended, looking for a purchaser for the coupons re- 
maining. Hotel clerks soon fell intothe way of taking 
these fractional tickets from incoming guests and sup- 
plying them ata small profit to guests departing. 

Their success led to the establishment of brokers’ 
shops in most of the cities at more important railroad 
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centres, dealing in thesame business. A chief objev- 
tion upon the part of the companies to this traffic has 
been that it intensifies very unjustly and unnaturally 
the burden and hardship of competition ;-if way pas- 
sengers may buy through tickets, and, by aid of scalp- 
ers, split them) up between themselves, the companies 
are prevented from realizing that larger compensation 
for the way travel which they ought to have. It is 
not probable, indeed, that this objection would ma- 
terially influence the average traveler ; he will natur- 
ally buy his ticket at the lowest offer. But it has been 
sustained by several of the state legislatures, and they 
have passed laws to give the companies protection toa 
certain extent. And there are other reasons against 
the practice which do affect the general public. They 
apply also in other forms of this outside trade in 
tickets, as, where package-tickets are bought in quan- 
tity by a speculator who peddles them out one by one; 
where commuters assume to sell their tickets, and 
where a person buys an excursion ticket, not ¢xpect- 
ing to return in person, but relying upon selling the 
return half to some one desiring to make the return 
journey. At first it appears that no harm is involved 
in these trades, the road has been paid for carrying 
one prssenger, and has been called upon to carry one 
only. But many inconveniences to the public result, 
which fully justify allowing the companies to make 
their tickets non-transferable, and go far to warrant 
the laws restricting brokerage in general tickets. To 
allow such outside dealing deprives the companies of 
any means of protecting themselves against frauds of 
employes ; it offers strong temptations to conductors 
to take up tickets without punching, and to resell 
them through the brokers, and gives large opportunities 
to a manufacture and sale of forged tickets. Again it 
divests the companies of control over sale of tickets, 
and exposes passengers and the public to fraud ; the 
brokers will sell bogus tickets or make all sorts of 
false representations and unauthorized promises about 
genuine ones, and the companies cannot interfere. 
These evils are aggravated by the fact that the broker 
is often irresponsible; that the victim of any fraud 
rarely discovers it till he has traveled too far to return 
and seek justice; that if he does return he cannot, 
usually, identify the dealer from whom he bought, or 
obtain enough to indemnify him for his additional ex- 
penses and loss of time. Then again the practice mis- 
leads the companies as to indentity of passengers ; in 
cases, for example, where state-room or palace-car lists 
are kept, and are afterward consulted in event of a 
wreck or collision, they mean nothing if passengers 
swap tickets among themselves. Again, the conduc- 
tor’s management of trains run for commuting passen- 
gers depends a good deal upon his knowing by sight 
the commuters on his road; this is frustrated if the 
company cannot forbid transfer of commutation 
tickets. Again, the chance that a commuter or excur- 
sionist will not claim the entire service represented by 
his ticket is one of the economies which enables the 
company to sell package, commutation or return 
tickets at a reduced rate ; if they make a reduction in 
view of the chance that the purchaser will not want 
all the service he buys, they ought to have the benefit 
of it. Again, in order to make up adequate trains they 
need some knowledge of what amount of travel is to 
be anticipated; if aman may buy a package of 100 
tickets and peddle them out the same day, the manage- 
ment have no means of judging whether car accom- 
modations for one passenger or for one hundred will 
be needed that day. 

Reasons like these have induced the companies to ap- 
ply for laws restricting the traffic in fractional tickets; 
and reasons like these, when fairly made known to the 
general public, will satisfy them that the principle of 
such laws is just and right. 

The courts, by the way, sustain these laws. One ob- 
jection has been that they are unconstitutional, because 
involving a regulation of commerce, To regulate com- 
merce among the states belongs solely to Congress; but 
the courts of Indiana and Pennsylvania have decided 
in very recent cases that these laws do not regulate 
commerce among the states, but only affect traffic in 
tickets carried on within a state. 

The Indiana Supreme Court says that the true rule 
and limit between the state and national powers is this: 
That a state cannot impose any burdens or charges 
upon commerce to other states; cannot create obsta- 
cles toit. Travel and transportation between the states 
must be free, except so far as Congress may lay restric- 
tions. But a law requiring a railroad company to re- 
deem its unused tickets, and forbidding brokers to buy 
them for speculation, does not involve any hindering 
of railroad traffic. The companies can prosecute their 
business of transportation, and travellers can come 
and go as freely as ever. The law affects only the dis- 
posal of the ticket as a subject of sale within the state; 
only the trade between traveler and ticket broker. It 
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is, therefore, fully within the authority of state legis- 
| latures. 
| This is eminently true of the Indiana law, for it de- 
clares that every company must redeem any unused 
portion of a ticket if asked to do so by the purchaser ; 
| and that the purchaser may sell the unused portion to 
a bona-fide traveler who means to travel on it. All 
that the law prohibits is brokerage by outsiders. Upon 
the justice of such restrictions may also be mentioned 
a recent English decision. One Aaron took out an ex- 
cursion ticket and traveled on the forward half of it, 
and at the end of the trip, sold it to Howell. He took 
the cars to come back and offered the ticket, but was 
arrested for traveling without paying fare; for the ticket 
was marked ‘‘ not transferable.” The court adjudged 
him guilty ; saying that if a ticket is taken for one 
trip by A, buying it without restriction, and he for 
some reason cannot use it, he may sell it to B, for in 
this case the company gets full fare. Butan *‘ excur- 
sion” or ‘‘ tourist return” ticket, as it is called in Eng- 
land, is understood to be issued at a cheaper rate be- 
cause the understanding is that the purchaser will 
come back over the same route. Any chance that he 
may not do so belongs to the company; and if the 
ticket is given over at the end of the single journey, 
by the purchaser, to another person, the condition on 
which it was issued is violated ; the party who buys it 
does not pay his proper fare but makes the company 
lose the difference between the reduced return fare and 
the full fare for the single journey. 

Upon behalf of the brokers it is urged that a railroad 
ticket is property, and whoever has bought it and paid 
for it may sell it again freely. This view cannot ap- 
ply to tickets bearing a non-transferable clause, or a 
stipulation that it has been issued for a continuous 
passage. If it were true that tickets are property, the 
law sustains a sale of property on conditions; and 
when a company has sold a ticket upon a condition or 
understanding that it is not to be transferred, the law 
ought to and would enforce the condition as much as 
a clause in a deed that only dwelling-houses should be 
built on the land, or, in a policy, that the goods or 
policy should not be transferable. But a ticket is not 
so much property as evidence of a right. It is the 
token issued by the fiscal officers of tne company to 
the persens in charge of the train that the holder has 
paid his fare and is entitled to ride. It may or may 
If it does, if it pro- 
vides that the right to travel which it represents shall 
not be transferable, and if the. traveler has had the 
benefit of a rate of fare fixed with a view to that stip- 
ulation, there is no reason in law or justice why the 
stipulation should not be enforced. 

All that the horest portion of the traveling public 
need, on these points, isa candid explanation. Ticket- 
sellers and conductors should post themselves on the 
substantial interests which restrict transfers of tickets 
and forbid scalping, and give an objecting passenger, 
when they meet one, a reason for the regulation. 


not embody a special contract. 


NATIONAL RAILROAD LECISLATION. 


The reply of Mr. Wm. H. Vanderbilt to the letter of 
a committee of the Chamber of Commerce asking the 
presidents of the trunk lines to prepare a bill for the 
regulation of through traffic by national law, in which 
he states expressly that he believes that ‘‘ Congress 
might take some action which would both benefit the 
public and protect would have 
much more surprising two or three years ago than it is 
One of the notable developments of the last 
few years among leading railroad managers has been 
the conviction that they cannot manage the transpor- 
tation business in all its branches so as to produce the 
best results, regular rates, the greatest economy in ex- 
penses, and a proper distribution of the burden 
of the interest the investments in the roads, 
by acting individually and independently. Some 
of codperation there must to 
cure these and__—tthe independence ” 
which, to many, has seemed to be of prime impor- 
tance in most cases means liability to disaster, either to 
the corporation or to the community, and usually to 
both. The through rates of every road are affected by 
the action of other roads. It may be so situated, it is 
true, that it can make a satisfactory income on the 
traffic which is local to it, of which it has substantially 
a monopoly, so as not to depend upon its competitive 
traffic for support, or incur danger of financial disaster 
by the action of its rivals. But in this case, if its 
through traffic is made unprofitable, then either the 
company divides smaller profits than it would other- 
wise get, or the local traffic pays higher rates than 
would otherwise be necessary. Bearing in mind the 
many and great discriminations which unavoidable 
circumstances compel, it cannot be denied that there 
are many others which could be avoided with profit to 
the railroad companies if in any way they could be 
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held to follow a uniform course of action with regard 
to the traffic for which they compete. - 

Now nearly all the railroad companies feel sharply, 
in one way or another, the defects of the system which 
has been developed necessarily by the operation of the 
individual policy, under which every company could 
do as it pleased with regard to rates. The poorer ones 
suffer from inadequate income, the richer ones from 
the dissatisfaction and threatened hostile action of 
those who pay local rates and have little interest, and 
think they have none, in through rates. Wherever 
there are very great differences, and especially where 
the low rates on the through traffic affect the prices of 
the produce which pays the higher local rates, there 
is a disposition to use all the power at command to 
compel the road to accept lower local rates, Because it 
makes little or nothing on one branch of its business it 
is required to make less on the other branches. 

Thus the dissatisfaction caused by great differences 
in rates is one more reason why the railroad managers 
are anxious to get ali the aid they can to prevent too 
low rates, Each by itself is wholly helpless; but by 
codperation, evidently, all that in the nature of things 
is possible can be effected. But a codperation at will 
cannot give assurance of permanency. If any one 
partner to a compact can break it with impunity, its 
term will always be uncertain. As soon as it has been 
fairly demonstrated that by the coéperation of com- 
panies evils hitherto prevailing can be avoided, and 
that has been pretty well done already where they have 
been made to work successfully, it will be reasonable to 
ask for some legal sanction for them, accompanied by 
whatever may be thought necessary to protect the pub- 
lic from any evils which may be feared as the result of 
such coéperation of the railroads. 

Just as Mr. Vanderbilt’s letter is published in the 
New York papers, the October number of the North 
American Review appears with an article entitled 
‘The Railway Problem,” by Mr, Robert Garrett, of 
Baltimore, who is, we believe, the son of Mr. John W. 
Garrett, has been associated with him in some of the 
subsidiary lines of the Baltimore & Ohio, and may be 
supposed to reflect in some degree Mr. John W. Gar- 
rett’s views. This article does not stop with suggest- 
ing national legislation as possibly desirable; but it 
distinctly urges it, in the interest of the railroads and 
the public alike. 

The danger in national, as in other, legislation 
is that it will be made too hurriedly and attempt 
to do too much. It is altogether improbable that 
any plan can be originated in Congress which 
will be of advantage to either party. It will 
doubtless be necessary for the roads to work out their 
own salvation, and that of their patrons too, so far as 
it can be done by a rational and practicable adjust- 
ment of rates. But what Congress can do is to give 
legal sanction to the plans which the railroads, work- 
ing under the influence of the public demands, shall 
have designed. Not that the railroads should prepare 
a bill, and that Congress should pass it without further 
ado; but that, the practicable, effective suggestions 
must come from those who understand the business ; 
which, after searching investigation by all parties con- 
cerned, may then be embodied in legislation, 


German Railroads in 1877. 


The capital of the railroads in the German Railroad Union 
in 1877 was at the average rate of $103,379 per mile of 
road, and 81!¢ per cent. of the road was double-track line. 
The capital per mile of some of the costlier roads was : 


Berlin, Potsdam & Magdeburg........... cscccceccececces $173,772 
Bare & MEME. ..6.ccccechecdestietene obo ee 172/039 
ENO ONG 5 6-0.0:0.0t:tsd tins dud daveenP sate dba eelebide ee 171,965 
Empress Elizabeth Main Line ........... 2000000 covcceces 170,248 
ee YC EE eS 6 i. Stein 163,546 
CE TORO orb npr ncdogn+civetan senuniieeied Gilet 158,961 
Zittau & Reichenberg........ ........... -  ebede ies evade 158,896 
PUES 6 00 > 0:00 b0b and) 84600056 cedbile daphiettanhent bhai 149,800 


There were 56 other roads whose capital was more than 
$100,000 per mile, and only 26 whose capital was less than 
$58,000 per mile, which is about the average of railroads in 
the United States. The cheapest roads are: 


REO Ae CO ninns Codsccencecutce seaboruiae tie et etent $13,189 
Raa re ea PI ee” 16,622 
BT DURE noe bus 0 ccc csccccchscechepsWailtdeaesneaal 23, 551 
a Pe re ee 24,082 
Pe RR ere ie he 30,882 
Hungarian State Narrow-Gauge........ ........es00.000. «. 45,551 
Giterstads & Wimshoeticss « o0ccde covvebdibeydia derives 35,692 


All the others cost more than $40,000 per mile. 

The average cost per mile for locomotives was $6,054, 
though the average number was but 0.45 per mile of road , 
or one locomotive to 2.22 milesof road, indicating an aver- 
age cost on the books of the companies of $13,453 per loco- 
motive. 

The average distance run by locomotives during the year 
was only 16.643 miles, with an average consumption of 
fuel (nearly all coal of some kind) amounting to 49 lbs, per 
train-mile (not locomotive-mile). 

On the railroads of this Union in 1877 the passenger traffic 
amounted to 5,466,348,016 passenger-miles, of which only 
2.8 per cent. was by first-class passengers, and 19.1 by sec- 
ond-class passengers, 51.2 was by third-class, 19.3 fourth- 
class passengers and 7.6 by passengers at reduced rates 
~—soldiers, ete. Nearly four-fifths of the whole number, 





therefore, were of classes below the second. The. average 
passenger traffic per mile of road was 174,340—equivalent 
to 239 each way daily ; in New York in 1878 the average 
was 121,166, or 166 each way daily. In Germany the 
heaviest passenger traffic was on the little Nuremberg & 
Firth road, where it was equivalent to 1,573 each way 
daily ; but this is rather a city reilroad than an ordinary 
line ; next to it, but far removed, was the Main-Neckar 
road, 931 each way daily—more than twice as many as the 
New York Central, and nearly as many as the New York, 
New Haven & Hartford, which is the American road with 
the heaviest passenger traffic. The Hungarian narrow-gauge 
had the lightest passenger traffic—an average of 12 each 
way daily. 

The freight trattic of these roads amounted to 11,095,- 
739,900 ton-miles, equivalent to 325,185 per mile of road, 
or to 490 tons each way daily. This is not double the traftic 
of the 8,390 miles of New York roads, which in 1878 had 
5,807,260,813 ton-miles of freight, equivalent to 692,165 
per mile of road and to 948 each way daily over the whole 
mileage—the latter being more than twice as heavy a freight 
traffic as the average road of the German Union enjoys. 
Counting a passenger-mile as equivalent to two ton-miles, 
the total traffic per mile is equivalent to 968 ton-miles on the 
German roads and to 1,280 on the New York roads. If the 
comparison is confined to the roads of the German Empire 
(those of Austria and Hungary have a much lighter traffic), 
we find that they have the equivalent of 284 passengers and 
555 tons of freight each way daily over the whole mileage, 
or a total of 1,123 ton-miles—nearly an eighth less than the 
average New York road’s traffic. 

The heaviest freight traffic in Germany was on the Upper 
Silesian road, equivalent to 2,572 tons each way daily, 
against 2,798 on the New York Central in 1878, The Em- 
peror Ferdinand Northern road stands second in the German 
Union, but with only 1,388 tons each way daily. 

In 1877, six American roads, besides the New York Cen- 
tral, had a heavier traffic than the latter—the Pennsylvania, 
the Erie, the Boston & Albany, the Michigan Central, the 
Pittsburgh, Cincinnati & St. Louis, the Pittsburgh, Ft. 
Wayne & Chicago, and the Philadelphia & Erie, One Ger- 
man railroad had but 15 tons each way daily, and 13 had 
less than 50 tons. 

The receipts of the roads were $341,685,964, and at the 
average rate of $11,230 per mile of road, of which $3,110, 
or 27.7 per cent., were from passengers, $7,493, or 66.7 per 
cent., from freight, and $627, or 5.6 per cent., from miscel- 
laneous sources. The heaviest earnings were $31,229, on the 
Upper Silesian Railroad, followed by $29,726 on the Em- 
peror Ferdinand Northern. There were five others that 
earned more than $20,000 per mile, and fifteen more that 
earned more than $15,000, On the other hand, there were 60 
that earned per mile less than $6,000, 27 less than $3,000, 
10 less than $2,000, and one (a military railroad), less than 
$1,000. The average rates per ton and passenger per mile for 
three years have been on the roads of the two great coun- 
tries represented in the Union, and on the other not German 
or Austrian roads, as follows, in cents: 

1875. 1876, 187 
Germany ................ \ Passenger-mile. ., .1,4¢ A2 


+ Ton-mile....... 
| Passenger-mile 







Austria-Hungary....... 


*) Ton-mile..... ‘: 2 2.56 ’ 4 

| Passenger-mile....1.6 1.65 ai 
Other Union roads.. ... | Resenge i tare 1.90 1.84 2.04 
’ Passenger-mile,...1.52 1.51 1.522 
Av'ge for Union roads..}ponmile, 210 2.07 2.05 


The highest average passenger rate was 2.525 cents, on the 
Roumanian railroads; the lowest, 0.908, on the Industrial 
Railroad of Aix -la-Chapelle. 

The passenger rates are very much lower than in this 
country (mostly third and fourth-class passengers); the 
freight rates would be high on most American roads, but not 
on the New England or the Southern roads, or those west of 
the Mississippi. The average is more than double the 
average freight rate of the New York roads for the year 
ending with September, 1878. If these New York roads 
had carried at the rates of the German Railroad Union in 
1877 their traffic would have prodneed: 


Passenger . $15,452,031 instead of 923. rk 749 or $8,481,718 less. 
:- 119, 048, 850 * 045, 198 * 61,003,652 more. 
Both....-.. 134,500 900,881 * * 81, ‘978, 947 * 52,521, 934 more, 

This would have given the New York railroads $85,163,- 
527 of net earnings, instead of the $33,641,593 which they 
actually made, or 156 per cent. more. 


The Late Daniel Drew. 


Daniel Drew died at his residence in New York, suddenly, 
Sept. 18, in the 83d year of hisage. Almost everyone has 
heard of him and read some story of his life; how he was left 
alone in the world when but a boy, and soon became a cattle- 
drover, gradually amassing money and extending his busi- 
ness by his native shrewdness and close attention to his busi- 
ness. Cattle, however, did not monopolize his attention very 
long, and in 1834 he made his first venture in the transpor- 
tation business by buying an interest in a Hudson River 
steamboat. Gradually he worked into the steamboat busi- 
ness, and in 1839 he established the famous People’s Line 
between New York and Albany, which then and since has 
always boasted of its ownership of the largest and finest 
boats on the Hudson and perhaps in the world. On the river 
he first came into competition with Cornelius Vanderbilt; for 
years they fought each other with varying success, and the 
old Commodore found Daniel Drew so tough and formidable 
an antagonist that he was glad to take him as a partner, 
when they extended their business from the Hudson to 
Long Island Sound in the line between New York and 
Stonington. Mr. Drew had then alsoa line running on 
Lake Champlain, which he afterward sold out to the Rens- 
selaer & Saratoga Railroad Company. When he and Mr. 
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Vanderbilt took the Stonington Line, they also ventured 
into railroad business, buying an interest in the old Provi- 
dence & Stonington Railroad. 

Meantime Mr. Drew had not confined himself to steam- 
boats, but, as early as 1840, he had taken an interest in a 
Wall street banking firm and soon became a large operator 
in stocks, He was not, we believe, a large permanent 
holder of any particular stock until after 1850, when he 
began to buy and hold Erie, and soon became a director and 
afterward Treasurer, being the moving spirit in the board 
for several years. He also went into the New York & Har- 
lem with Vanderbilt, the last of his ventures with the Com- 
modore, and with good reason, for he is said to have lost 
heavily by it in the end. He afterward sought revenge 
when Vanderbilt was buying heavily into Erie, by a large 
issue of new stock, which upset his opponent’s calculations, 
and which gave rise to some extended litigation. Later Mr, 
Drew had the doubtful honor of introducing the notorious 
Fisk to Wall street and to the Erie, a favor which was after- 
ward returned when Fisk joined with Gould and others in 
ousting Drew from the management and taking Erie under 
their own control. 

Daniel Drew, meantime, did not confine himself entirely 
to Erie, but was a heavy operator in Toledo, Wabash 
& Western, in Chicago & Northwestern and other 
stocks well known in Wall street, and was for 
some time one of the chief owners of Canada 
Southern, being all this time a power on the street and a 
man of large wealth, He bad been generally fortunate, 
except in his fight with Vanderbilt over the Harlem, but 
luck began to turn against him at last, and in one opera- 
tion, a famous corner in Northwestern preferred, he is said 
to have lost over $500,000, and he is believed to have lost 
heavily on Wabash and other stocks, besides a large sum in 
Canada Southern, which he was obliged to pass over to 
other hands, The panic of 1873 found him heavily loaded 
with speculative stocks, on which his losses must have been 
large, and a year and a half later he went into bankruptcy 
with assets much less than his liabilities. Since then he has 
withdrawn from actual business, and has lived quietly, 
partly in New York City and partly on a farm which he 
owned in Putnam County, N. Y., his birthplace. How 
much he retained of the enormous fortune he once had, is 
not certainly known, but some believe that he had secured 
himself a comfortable property, even after his bankruptcy. 

While he was chiefly engaged in the steamboat business he 
was the active manager of his own lines, but Daniel Drew 
was never a railroad manager in any proper sense of the 
term. He took no part in the working of his roads and 
went into a company solely for what he could make by spec- 
ulating in his stock. Even during his long connection with 
the Evie as Treasurer and director he paid attention only to 
its financial affairs and left the management of the road it- 
self to others, and, indeed, is said to have cared for it only 
as its gain or loss in business affected his speculative schemes, 
And with his other roads it was the same; it was the stock, 
not the road, that he cared for. He was a type of the 
* speculative director,” once more common than now, and 
hardly considered it doing anything improper when he ruined 
the stockholders for whom he was a trustee in carrying out 
his speculations in the stock of his own company. Now-a- 
days the ‘speculative director” doesn’t care to have it 
known that he is bearing his company’s stock, and usually 
tries to conceal his speculations. 

Daniel Drew can hardly be said to have been an estimable 
or even an attractive man, Deprived of all opportunities 
for education by the hard circumstances of his early life, he 
always remained a rough, uncultivated man, and made his 
way by the force of his native shrewdness and cunning. 
And his moral education seems to have been deficient as his 
intellectual training. For many years he was a member of 
the Methodist Church; he gave largely to its churches and 
schools, and by himself alone endowed its chief theological 
school, which bears bis name; but Wall street did not by 
any means hold his word as good as his bond, and instances _ 
without number are told of his trickery and unscrupulous 
cunning. In the height of his financial power he was feared 
and not trusted; in his later downfall he had no sympathy 
from his associates, and his death will call forth nothing be- 
yond a passing remark, 


Foreign Railroad Notes. 


The French Minister of Public Works has established an 
Investigating Commission to examine into the means of pre- 
venting railroad accidents or rendering their consequences 
less serious. Persons, in France or abroad, who may wish to 
be heard by the Commission are requested to address its 
President, M. Guillebot de Nerville, Inspector-General of 
Mines, at the Ministry of Public Works, Paris. American 
inventors of brakes and other safety appliances may govern 
themselves accordingly. 

Canal navigation in Belgium seems not to be what one 
would call ‘rapid transit.” A company owning a canal 
having recently experimented with a steam-tug system, it 
is announced that ‘‘a large boat carrying about 250 tons, 
which has required seven or eight days to make the through 
passage from Termonde to Blaton, 54 miles, henceforth will 
make the same trip in four days at most.” The innovation, 
it seems, will give a speed of something like half a mile an 
hour, 

An extensive work on the Railroads of America (Les Che- 
mins de Fer en Amérique) is in course of preparation by E. 
Lavoinne, a well known French writer on engineering, who 
was a member of one of the juries at the Centennial, and Er- 
nest Pontzen, who represented Austria at the Philadelphia 
Exposition, and prepared a report on our railroads which 
was published in the German language. Mr, Pontzen was 
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educated for bis profession at the French School of Bridges 
and Highways, and has resided in Paris nearly all the time 
since his return from America, The first volume is announced 
by Dunod, the publisher, as about to appear, a large octavo 
with an atlas of 59 plates, costing 45 francs, or, to import, 
about £15. This volume, after an introduction on the pecu- 
liar cireurstances of American railroads, and some geo- 
graphical and historical matters, has three general divisions: 
one on substructure, one on superstructure and a third on 
stations and signals, The second volume will include rolling 
stock, the operation of the roads and what the French call 
the commercial operation—the making of rates, competition 
and the general business of a traffic manager, or of general 
freight and passenger agents; the financial position of the 
roads; narrow-gauge roads; and street railroads, including 
elevated roads, 

The railroads carried to Berlin in 1877 an average of 25,- 
460 passengers and 15,498 tons of freight daily, and to 
Vienna 18,961 passengers and 10,580 tons of freight. The 
two cities are about equal in population, 

At the end of July, of the 12,331 miles of railroad in 
Prussia, 3,780 miles were owned by the state, 2,478 were 
owned by corporations but worked by the state, and 6,064 
miles were owned and worked by corporations. Arrange 
ments have already been made for the government to take 
8,112 miles more of private railroad, which will give it 
more than three-fourths of the total mileage in Prussia, in- 
cluding nearly all the most important roads, and leaving no 
company which has more than 375 miles, The 3,112 miles 
which the government is about to acquire have a capital of 
about $400,000,000, 

The introduction of refrigerator cars into Austria for 
carrying fresh meat to Northern Europe and Great Britain 
is reported to have been very successful. The first trials 
were made in 1877, in which year the exports were but 824 
tons ; but in the first five months of 1879 they amounted to 
950 tons. But suddenly, for some reason which we do not 
find explained, the Bavarian government has forbidden both 
the importation and the transit of fresh meat, and the 
Austrians have refrigerator cars to let. 

Very near the time of the close of the Russian war a rail- 
road line was completed connecting the Austrian State Rail- 
road (which has been owned by a corporation for many 
years) with the Roumanian roads at the Hungarian border, 
on the Danube, But the Hungarian government would not 
give its consent to the opening of the road for business for 
an entire year. The railroad company estimated its dam- 
ages from the delay at #400,000, and has sued the Hungarian 
government for that amount. The government plead that 
such an action could not be brought; but the courts have 
decided against it, and the trial will proceed. 





Rail Importations. 

The revival of impottations of rails, to some extent, after 
a period in which they had been reduced almost to nothing, 
gives interest to the statement of importations for the past 
eighteen years which has been prepared by the Bureau of 
Statistics, and which we publish elsewhere, 

The importations of steel rails were not kept separately 
before 1871, Since that time the tons (of 2,240 lbs.) of each 
kind imported have been: 





Steel 

Year Iron, Steel, headed. Total, 

|) Serre 401,866 .5 44,787. 236.0 446,.889.8 
CO 395,388 .0 105,214. 4,508 .2 505,200 .5 
1 MARR See 211,820.4 139,725.1 1,092.9 352,638.4 
UBTE ....cceveeeens 34,726.4 130,386 .¢ 25.3 165,138 .6 
1875 9,024.4 38,170.8 15.3 47,210.5 
1876 eben 5,387.5 953.6 16.5 11,357.6 
| UE: 442.7 1,672.6 29.5 4,144.8 
IB7B.....sseenee ces 792.0 1.9 84 3.3 
BIG ss bcs eabessas’) ohee nak 2,594.6 16 5 2,611.1 


The imports during the four years of the war were 202,571 
tons—enough for 2,802 miles of track of 56-lb. rails—the 
commonest weight. In the next two years the imports were 
184,436 tons; in the next three (ending with 1870), 652,948: 
in the three ending with 1878, in which railroad building 
(and domestic rail production also) culminated, 1,804,729 
tons—enough for 14,827 miles of track. In the six years 
since 1878 only 281,265 tons have been imported, and in 
the last five years only 66,126 tons, or only enough to lay 
751 miles of track. 

Since the close of the last fiscal year (80th of June last), 
some importations of iron rails have begun again; after hav- 
ing ceased entirely for a year, and been trifling for five 
years. This is due to the fact that the revi val of the de- 
mand has been so sudden that prices have risen materially 
before production could catch up with it ; and though the 
price of iron abroad is nearly the same as of. steel, the duty 
on iron ‘is but $15.68 per ton, while that on steel is $28. 
With the same price in Europe, therefore, the steel rails cost 
$12.52 per ton more than the iron to import. The importa- 
tions, however, either of iron or steel, have not yet been 
enough to affect foreign prices noticeably. These prices are 
firmer, but hardly higher, than they were a few months ago. 
But doubtless there can be but little further advance in 
prices here without bringing the immense British and Belgian 
producing capacity into our market. It is said that it costs now 
about $55 a ton to import the best English steel rails. Orders, 
we understand, are taken pow at Eastern mills for next year’s 
delivery at not less than $52, and $54 is spoken of, and for 
immediate delivery the buyer must go abroad, for our mills 
are full for months ahead, Apparently there is scarcely any 
limit to the steel that can be had abroad for about $25—that 
is, the Buropean works (in England, Belgium and Germany) 
will continue to produce at that price if they cennot get any 
more. This makes it reasonably certain that there will not 
be an advance above $55 here until the foreign demand is 

nuch better than at present, and foreign prices rise in con- 
sequence. Itseems net tobe the opinion of the manufac- 
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| 
turers that there will be any further advance. But that is a 
matter which they cannot prevent (even if they wanted to) 
so long as the capacity of the works is below the require- | 
ments of the market. Of the eleven Bessemer works in the 
United States, all but one have been worked to their full 
capacity for some time: and the eleventh (the Vulcan Works | 
at St. Louis) will be started next month, and perhaps will | 
fully supply the demand, and so keep prices below the im- 
porting point. It is one of the largest of the Bessemer works | 
and the newest of them all, and is well situated to supply a 
large district of country. | 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Diego & Rio Grande.,—Extended 
from Collins, Tex., westward to San Diego, 13!4 miles. 
Gauge, 5 ft. 

Northern Pacific. —Extended from Coal Bank, Dak., west 
10 miles. 

Atchison, Topeka & Santa Fe.—Track has been lead on 
the Cowley, Sumner & Ft. Smith Branch from Wichita, 
Kan., southward to Wellington, 35 miles. 

Clarksburg, Weston d& Glenville.—Extended from Jane 
Lew, W. Va., to Weston, 7 miles, Gauge, 3 feet. 

St. Louis, Kansas City & Northern.—On the Omaha Ex- 
tension track is extended from Marysville, Mo., northwest 
to the Iowa line, 22 miles; also on the Council Bluffs end 
extended southeast to Malvern, la., 8 miles, 

Utah & Northern,—Extended from Camas, Idaho, north- 
ward to Devil’s Dive, 40 miles. Gauge, 8 feet. 

Dayton,Covington & Toledo.—Extended from West Mil- 
ton, O., northward to Versailles, 24 miles. Gauge, 3 feet. 

Chicago, Milwaukee & St. Povl.—On the southwestern 
branch of the Jowa & Dakota /rtension, track has been laid 
from Marion Junction, Deak., west by south 15 miles, 

Minneapolis & St, Lovwis ixtended from Albert Lea, 
Minn., southwest to Nunda, 10 :niles. 

Norfolk & Ocean View,—Conpleted from Norfolk, Va., to 
Ocean View, 16 miles. 

This is a total of 201 miles of new railroad, making 2,064 
miles thus far this year, against 1,245 miles reported for the 
corresponding period in 1878, 1,335 in 1877, 1,599 in 1876, 
761 in 1875, 1,082 in 1874, 2,691 in 1873 and 4,765 
in 1872. 


Corpus Christi, San 


Water Rates have fluctuated a little during the week 
ending with Wednesday last. Lake rates were pretty steady 
at 41¢ cents for corn and 5 for wheat from Chicago and Mil- 
waukee to Buffalo until Monday, when they advanced, and 
by Tuesday the quotations were 5 cents for corn and 514 for 
wheat. Canal rates, which, by the close of the previous 
week, had reached the highest figures known for years, were 
maintained except for two or three days, when they were 
half a cent lower. They closed just about as they began, at 
9 cents a bushel for wheat, 84 for corn and 5% for oats 
from Buffalo to New York. The elevator charge at Buffalo 
is now 1} cents, so that from Chicago to New York by lake 
and canal the cost isnow 15% cents for wheat and 14% for 
corn. Just three months ago, in the last week of June, the 
cost was 614 for wheat and 5!¢ for corn. The advance in 
water rates has thus been 9% cents per bushel on wheat and 
91% on corn—150 per cent. The advance in regular rai! rates 
meanwhile has been 6 cents per bushel on wheat and 5.6 on 
corn, or 50 per cent. But at that time the roads had large 
contracts outstanding at much less than the regular rates. 

Ocean rates fluctuated a good deal during the week—rose 
as high as 8d. per bushel for grain from New York to Liver- 
pool and even higher, but stood at about 7!¢d. Wednesday. 
This is an immense advance over the rate of three months 
ago, which was but 4d., and the whole cost by water from 
Chicago to Liverpool], omitting the harbor transfer at New 
York, has risen from 1414 cents for wheat in the last week 
of June to 80% in the last week of September. Evidently 
fluctuations in rates are not peculiar to railroad traffic. 





Proposed Conference of The Trunk Lines and 
the Chamber of Commerce on National Railroad 
Legislation. 


The following letter has been addressed to Wm. H. Van- 
derbilt, President of the New York Central Railroad, and to 
Mr. J. Jewett, President of the Erie Railway, by the 
Committee of the Chamber of Commerce on Railroad Trans- 
portation, suggesting Congressional legislation to regulate 
railroad traffic throughout the United States : 

DeaR Str: The undersigned have reason to believe that 
the presidents of the Pennsylvania Central and the Balti- 
more & Ohio railroads entertain the opinion that proper 
Congressional! legislation connected with the appointment, by 
Act of Congress of Railroad Commissioners to regulate 
inter-state communication in the matter of freights, either 
by railroads or by rail and water transportation combined, 
would be of essential service, both to the railroads and to 
the general public, and they are gladto notice from the re- 
port of the Legislative Committee on Railroad Investigation 
tha you entertain similar opinion. 

The committee therefore suggests that the presidents of the 
trunk lines should cause to be prepared for presentation to 
Congress at its next session, a bill designed to accomplish 
this object They further suggest that the bill when pre- 
pared should be presented for criticism to the representative 
commercial bodies in the several cities on the sea-board who 
are directly interested in the matter. 

If this plan should be concurred in and a mutual agree- 
ment be arrived at, the benefits would be obvious. 

This committee beg leave distinctly to state thatthey de- 
sire neither state nor congressional legislation which shall 
not, while protecting the public, be also just to the railroads. 

The committee are, also of the opinion that the public 
will justly demand both state legislation to regulate local 
traffic, and Congressional jegislation to regulate the through 
traffic, and that to this end it is desirable that the representa- 





tives of the trunk lines and of the people should work in 
harmony. 
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Begging the favor of an expression of your views in reply, 
we remain, Your obedient servants, 
CHARLES 8. SMITH, 
BENJ. B, SHERMAN, 
Jackson 8. SCHULTZ. 
FRANCIS B. THURBER, 
JACOB WENDELL, 
B. G. ARNOLD, 
C. C, DopeE, 
New York, Sept. 17, 1879. 
To the above letter the following reply has been received 
from Mr. Wm. H. Vanderbilt : 
NEw YorRK CENTRAL AND Hupson RIVER 
RAILROAD COMPANY, GRAND CENTRAL DEPOT, ; 
New York, Sept. 18, 1879. ) 
GENTLEMEN ; I am just in receipt of your letter of yester- 
day. The questions you present are of the first importance, not 
only to the railroads, but to the whole United States, and 
specially to the state and city of New York. Unless they 
are calmly and fairly met, irreparable injury may be done 
toevery material interest. They are of too serious moment 
to be made a football in politics or settled by an agitation in 
which each political party shall try to outdo the other, with- 
out regard to the practical effect of any action which may 
be taken. To create a false issue against the railroads and 
arouse popular feeling in hostility to them, is not, and never 
has been a difficult thing todo, and itis very easy for it to 
get beyond contro! of, and injure most, its original promo- 
ters. But wherever the legislation which follows has been 
tried, the farmers,merchants and manufacturers have suffer- 
ed to as great, if not greater exteut than the railroads. 
This is the experience of other states and countries, 
and the judgment of the ablest men who have devoted them 
selves to a careful consideration of the question. The rail- 
ways are not, and cannot be antagonistic to the public, with 
whom their very existence is indissolubly connected ; and in 
the end, the relations between them and the people are better 
adjusted by the people and themselves, than by any iron- 
clad legislation. The same papers which publish your letters 
contain the announcement of the appointment of a com- 
mittee of merchants to foment agitation upon the basis of 
hostility to railroads and to proffer support or threaten 
hostility to legislative candidates unless they will pledge 
an unquestioning support to whatever furthers this 
sentiment. While I hear with pleasure from gentlemen of 
the high standing and character of your committee the as- 
surance that you “desire neither state nor congressional legis- 
lation which shall not, while protecting the public, be also 
just to the railroads,” the present aspect and methods of agita- 
tion compel me to frankly and freely say whatI have. I 
believe that any legislation upon the transportation question 
by the state, unless based upon general legislation firsthad by 
Congress will be disastrous to the commercial su says A 
and prosperity of New York. The state cannot tie the hands 
of its roads and leave their outside competitors free without 
working directly for the ruin of its mercantile and industrial 
interests, and for the growth of other and rival states and 
sea-ports. I differ, however, from manv other railroad men 
in believing that Congress might take some action which 
would both benefit the public and protect investors. I 
certainly will be very glad to meet the presidents of the 
trunk lines to discusss the matter, and prepare, if possible, 
a bill to overcome the difficulties, and also meet with the 
representatives of commercial bodies and arrive with them 
at an amicable understanding and united action. This is 
surely wiser than to put these problems up at auction for 
politicians to bid upon for votes, Very Respectfully, 
WiLuiaM H,. VANDERBILT, President. 
To Messrs. Charles 8. Smith, F. B. Thurber, B. B. Sher- 
man, B. G. Arnold, Jackson 8. Schultz, Jacob Wendell, 
Charles C, Dodge. Special Committee of the Chamber of 
Commerce. New York City. 


Mailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows : 

Ohio d& Mississippi, annual meeting, at the office, No. 59 
West Fourth street, Cincinnati, Oct. 9, at 10 a.m. Trans- 
fer hooks close Sept. 23. 

Champaign, Havana & Western, annual meeting, at the 
oftice in Champaign, IIL, Oct, 2, at noon, 


Special Committe 
of the 
Chamber of Commerce. 


) 


General 


Railroad Conventions. 

The Southern Railway & Steamship Association will hold 
its annual meeting at the Kimball House, Atlanta, Ga., Oct. 
1, beginning at 10 a, m. 

The Order of Railroad Conductors will hold its twelfth 
annual convention, in New York city, beginning Oct. 7 
The meetings will be held in the building No. 800 Eighth 
avenue. 

The General Time Convention will hold its regular fall 
meeting at the Windsor Hotel, New York, Oct. 9. 

The Southern Time Convention will hold its fall meeting 
at Barnum’s Hotel, Baltimore, Oct. 15. 


Dividends. 

Dividends have been declared as follows: 

New York & Long Branch (leased to Central, of New Jer- 
sey), 314 per cent., semi-annual, payable Oct. 1. 

Chicago, Rock Island & Pacific, 2 per cent., quarterly, 
payable Nov. 1; also at the same time 014 per cent. on Iowa 
Southern & Missouri Northern stock held in trust, making 
the total payment 2%¢ per cent. Transfer books close 
Oct. 1. 

Chicago, Milwaukee & St. Paul, 344 per cent. on the pre- 
ferred stock and 21¢ per cent. on the common stock, out of 
the earnings of 1879, pavable Oct. 15. Transfer books close 
Sept. 30. 

nell d& Sioux City (leased to Dlinois Central), 2 per 
cent., payable Oct. 15. 

Mail Service Extensions. 

Mail service has been ordered over railroad lines as fol- 
lows: 

Dayton, Covington & Toledo, service ordered from Day- 
ton, O., to Versailles, 41 miles, to begin Oct. 1 

Foreclosure Sales. 

The Selma & Gulf road was sold under a decree of fore- 
closure in Selma, Ala., Sept. 22, and bought for $120,100 
by Charles Williams, of Atlanta, Ga., who is said to have 
represented Mr. D. F. Sullivan, President of the Pensacola 
Railroad Company. The attorney for the Mobile & Mont- 
gomery Company was also a bidder. The road is completed 
from Selma to Pineapple, 40 miles, and some work has been 
done on the line south 60 miles further to Pollard, the junc- 
tion of the Mobile & Montgomery and the Pensacola rail- 
roads. The funded debt is reportea at $640,000. 

The Reading &: Lehigh road was sold under foreclosure of 
the first mortgage, in Philadelphia, Sept. 23, and bought by 
John N. Hutchison for account of the bondholders, for $200,- 
000. Weare not advised whether it is an independent pur- 
chase, or made in the interest of the assay & Reading 
or the Wilmington & Northern Company; both companies 
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desired to secure the road. It extends from a point outside 
of Reading, Pa., through that city and thence to Sta’ 
Pa., 42 miles. It was buile by the Berks County Company 
and was, in 1874, sold under execution, subject to the first 
mortgage for $1,500,000, and was bought by the floating- 
debt creditors, who organized the Reading & Lehigh Com- 
pany. It had been built to give the Wilmington & Northern 
a line beyond Reading and a connection with the Lehigh 
Valley road, but after the sale in 1874, the new company 
leased it to the Philadelphia & Reading, which has since 
worked it. 

The Peoria, Pekin & Jacksonville road will be sold in 

Pekin, [l., Nov. 14, under the decree of foreclosure lately 
granted. The road is 83 miles long, from Peoria, Ill, to 
Jacksonville, and the decree fixed the bonded debt at $1, 
000 principal and $507,043 accrued interest. The following 
are the terms of sale: No bid will be received for said prop- 
erty unless the bidder shall first deposit with the Master the 
sum of $10,000 to insure the good faith of such bid, 
and, upon the acceptance of his bid, the purchaser 
shall pay to the Master the further sum of $40, in cash, 
making, with bis previous deposit, the sum of $50,000, and, 
upon the confirmation of said sale by the court, the purchaser 
shall pay to the Master the further sum of $150,000, and the 
balance of the purchase price shall be paid within six months 
after the confirmation of said sale. For the remainder of the 
purchase money, over and above the said sum of $200,Q00 
and such further sum as the court may hereafter require to 
be paid in cash, the Master will receive any of the first-mort- 
gage bonds of said road, and the past-due coupons thereof 
belonging thereto, for such sum as the holder thereof shall be 
entitled to receive from the proceeds of said sale, 

The Des Moines, Winterset & Southwestern road will be 
sold in Des Moines, Ia., Oct. 23, under a decree of foreclosure 
granted by the United States Circuit Court in 1876. The 
road extends from Somerset Junction, Ia., to Winterset, 26 


miles and is leased and chiefly owned by the Chicago, Rock 
Island & Pacific. The sale is probably made to perfect the 


title of that company to the roaa. ° 


The Southwestern Association. 


The meeting at Chicago for the reorganization of this asso- 
ciation (we do not hear that it has been named, but it con- 


ciation) continued for four days. The committee appoint 
to arrange the apportionment of freight amougthe sever 
roads could not agree, as was to be expected, and it was 
therefore agreed to leave the matter to arbitration, the 
Chicago roads to choose one arbitrator, the St. Louis roads a 
second, and these two, in case of disagreement, a third. The 
Chicago roads first chose Mr. Charles C. Wheeler, Assistant 
General Superintendent of the Chicago & Northwestern. and 
the St. Louis roads chose Mr. Albert Fink. Both of these 
gentlemen declined, whereupon the Chicago roads chose 
Gen. E. F. Winslow, of the Burlington, Cedar Rapids & 
Northern, and the St. Louis roads Mr. G. W. Parker, of the 
St. Louis & Cairo Short Line. 

It was voted that any member desiring to leave the Asso- 
ciation must give 75 days’ notice. 

Op application of Peoria freight agents, rates were made 
from that point to Missouri River points, as follows: 75, 60, 
40 and 30 cents per 100 lbs., for the four numbered classes, 
and 25 cents for the special class; 50 cents a barrel for salt, 
cement and plaster, and 90 cents for coal oil; $4.50 per ton 
for coke, and $65, $55 and $35 for classes A B and C. 

It was further voted that any road which has sold tickets 
on or since Sept. 12 (when the order to restore rates went 
into effect) at reduced rates, should be required to redeem 
them at full rates on presentation. 

The general passenger agents of the roads belonging to the 
Association were directed to meet as early as possible to 
adopt such measures as will prevent the occurrence of the 
abuses that have existed heretofore with regard to the pay- 
ment of commissions. An Executive Committee was ap- 
pointed to supervise the operation of the Association between 
the regular monthly meetings. This committee consists of 
J. C. MeMullin, General Manager Chicago & Alton; C, W. 
Smith, Trattic Manager, Chicago, Burlington & wee 
J. B. Carson, Superintendent of the Hannibal & St. Joseph; 
Thomas McKissock, General Superintendent, St. Louis, Kan- 
sas City & Northern, and A. A. Talmage, General Superin- 
tendent, Missouri Pacific. 

The next meeting is to be held Wednesday, Oct. 22, at the 
Merchants’ Exchange, St. Louis. 


sists of the members of the old Southwestern Railway int 


Railroad Claim Agents’ Association, 

At the recent convention in Philadelphia the following 
was submitted by a committee as a substitute for Rule 10 
of the Association, and was recommended to the managers 
of roads, with the request that delegates to the next con- 
vention be empowered to vote upon the propositions. The 
first substitute is as follows: 


“The claims, having been properly located and authority | 


to charge the roads interested obtained, should be settled by 
the roads to whom presented, and the proportion due beyond 
such road be charged to their immediate connection, to be 
followed, 80 days after statement is sent, by draft for the 
amount of statement é6f claims rendered, provided that five 
days’ notice of draft be given in advance.” 

yr, second : 

* Each road to furnish monthly statement of claims 
authorized by connections and exchange vouchers, to be 
followed on four days’ notice with draft for balance, after 
same shall have been ascertained and acknowledged. 

The following was adopted as a substitute for Rule 8: 

‘* That we recommend to the attention of general freight 
agents that the remittance of money received by agents for 
the purpose of prepayment of charges accruing to lines in 
connection and beyond the initial line, be made only to the 
proper officer of that line for receiving such money, and that 
amounts accruing to connecting lines shall be plainly shown 
in the way-bills of the station for which the property is just 
billed; that the billing agent shall give, in Ris way-bills to 
the receiving agent, authority for recharge against his stz- 
tion of such amounts as may bave been collected by such 
billing agent for prepayment of charges beyond his own 
lines.” 

On recommendation of the Business Committee the follow- 
ing was also adopted: 

** With a view to curtailing the number of claims arising 
from the loss of grain doors, this Association would recom- 
mend to the attention of general freight agents and superin- 
tendents that they take such action as is necessary to 
enforce the return of grain doors from terminal points east, 
and that local and terminal agents be instructed to look after. 
and be held responsible for, the grain doors in cars deliver 
at their stations.” 


Meeting of the Joint Executive Committee. 

Pursuant to announcement, the Joint Executive Commit- 
tee assembled at No. 8346 Broadway, New York, Tuesday 
Sept. 23, Mr. Albert Fink, the Chairman, presiding, an 
Mr. Isaac Markens acting as Secretary. The following roads 
were represented: 

Atlantic & Great Western, by G. G. Cochrane; General 
Freight Agent. 

Baltimore & Obio, by John King, Jr., First Vice-Presi- 


dent. 
Boston & Albany, by Wm. Bliss, General Manager. 





eg & Vincennes, by N. 8. Penningto n, General Freight 
gent. 

Central Vermont, by L. Millis, General Manager Through 
Freight Department. 

Chicago & Alton, by J. C. McMullin, General Manager. 


Chicago, Burlington & Quincy, by C. W. Smith, Traffic 
Manager, and E. P. Ripley, General i nt. 

Cincinnati, Hamilton & Dayton, by A. H. McLeod, Gene- 
ral Freight Agent. 

Cleveland, Coiumbus, Cincinnati & Indianapolis, by E. B. 


Thomas, General Manager, and Lucien 
Freight Agent. 

Evansville & Terre Haute, by J. E. Martin, President and 
Superintendent. 

rand Trunk, by L. J. Seargeant, Traffic Manager. 

Great Western, by G. B. Spriggs, General Freight Agent, 
and Wm. Edgar, General Passenger Agent. 

Indiana, Bloomington & Western, by H. C. Diehl, General 
Freight Agent. 

Indianapolis & St. Louis, by John C. Noyes, General 
Freight Agent. 

Jeffersonville, Madison & Indianapolis, by R. W. Geiger, 
General Freight Agent. 

Lafayette, Muncie & Bloomington, by E. H. Waldron, 
General Superintendent. 

Lake Shore & Michigan Southern, by John Newell, Gen- 
eral Manager. 

Louisville & Nashville, by E. B, Stahlman, General 
Freight Agent, and J. M. Culp, Assistant General Freight 
Agent. 

ouisville, Cincinnati & Lexington, by John McLeod, 
peng Superintendent, and Edgar Hill, General Freight 

rent. 

Marietta & Cincinnati, by John King, Jr., Receiver. 

Michigan Central, by H. B. Ledyard, General Manager, 
J. A. Grier, General Freight Agent, and A. W. Street, As- 
sistant General Freight Agent. 

New York Central & Hudson River, by J. H. Rutter, Gen- 
eral Traffic Manager; J. B. Dutcher, Live Stock Agent, and 
E. Clark, Jr., General Freight Agent. 

New York, Lake Erie & Western, by G. R. Blanchard, 
Assistant to the President ; R. C. Vilas, General Freight 
Agent; E. R. Wadsworth, General Western Agent, and E. 
T. Low, Assistant General Freight Agent. 

Ohio & Mississippi, | M. Smith, General Freight 
Agent of the Baltimore & Ohio. 

-ennsylvania Railroad, by A. J. Cassatt, Third Vice- 
President; H. W. Gwinner, Auditor of Passenger Receipts; 
Wm. F. Griffitts, Jr., Assistant to the General Freight Agent; 
J. L. Gossler, Eastern Freight Agent, and Geo. B. Edwards. 

Pennsylvania Company, by J. N. McCullough, First Vice- 
President; D. 8S. Gray; William Stewart, General Freight 
Agent; RK. C. Meldrum, Northwestern Freight Agent. 

*hiladelphia, Wilmington & Baltimore, by John 8, Wilson, 
General Freight agent. 

Pittsburgh, Cincinnati & St. Louis, by J. N. McCullough, 
Third Vice-President. 

Toledo, Peoria & Warsaw, by W. 8. Speirs, General 
Freight Agent. 

Vandalia Line, by H. W. 

Ageut. 

Vabash, by A. L. Hopkins, General Manager, and J. M. 
Osborn, General Freight Agent. 

Mr. Fink made an address, showing the progress made 
since the last meeting in June, and noting the adherence of 
six additional companies, namely, the Boston & Albany, the 
Chicago, Burlington & Quincy, the Illinois Midland, the In- 
dianapolis, Cincinnati & Lafayette, the Lafayette, Bloom- 
ington & Muncie, and the Louisville, Cincinnati & Lexing- 
ton. 

A petition was received from the Detroit Board of Trade 
asking for such a revision of the basis of fixing the rates as 
would give Detroit a smaller proportion of the Chicago rate 
than it has had since the revisec table of percentage went 
into effect (June 23). Previous to that date the rates were 
in proportion to distance, Since, they have been substan- 
tially in proportion to mileage plus a terminal charge, the 
Detroit rate is now 81!¢ per cent. of the Chicago rate, when 
formerly it was but about 70 per cent, of it. The petition 
was referred to the Committee on Percentages. 

A petition was also received from Boston and New 
Haven pork-packers, urging that live hogs should be 
carried to Eastern packing cities at fourth-class rates. 
The petitioners stated that their business was being de- 
stroyed by the very low rates on provisions from the West 
to the sea-board, being by the latest arrangement 10 cents 
less per 100 lbs, than the rate on live hogs, while the 
product is but 55 per cent of the animal. Thus the Chicago 
yacker can send to Boston for 35 cents meat for which the 
Bi ston packer cannot get the hogs carried for less than 81.8 
cents. The petitioners did not complain of the rates, but 
urged that if the provision rate was made as high as the live- 
hog rate, there would be vastly more packed on the sea- 
board, and thus much more freight be occasioned than there 
is now in the carrying of hog products from the West. 

This petition was referred toa Committee on Live-Hog 


ills, General 


Hibbard, General Freight 


tes. 
The following committees were appointed: 


On Hog Rates. -Ww. Stewart, M. H. Smith, L. Millis, J. 
B. Dutcher, and R, C. Vilas. 

On the Abrogation of Contracts below Regular Rates.— 
Messrs. Gray, Cochrane, Hills, Grier, Vaillant and Os- 
born. 

On Percentages for Computing East-bound Rates.— 
Messrs. Stewart, M. H. Smith, Seargeant, Spriggs, Blanch. 
ard and McKay, 

On Lumber’ Rates.—Messrs. Kingsbury, Porteous, Vail- 
lant, L. Hills, Cochrane and Fraser, 

On Cotton and Tobacco Rates.—Messrs. Stahiman, Geiger, 
E. Hill, Gray, Martin, Ripley, Noyes, Hibbard, C. w. Smith, 
M. H. Smith and Pennington. 

On Chacsteaiien tame, M. H. Smith, Kingsbury, 
Stewart, Grier, Hibbard, Noyes, Geiger, Fraser, Cochrane, 
Speirs and McKay. 

At Wednesday’s session the Committee on Percentages for 
Computing East-bound Rates reported in favor of preserv- 
ing unchanged the table which went into effect June 23 last, 
and so of not granting the request of the Detroit Board of 
Trade. 

The Committee on Live-Hog Rates reported that the rates 
on live hogs to the sea-board should remain as they are, 10 
cents per 100 Ibs. higher than the fourth-class rate, but that 
a rebate of 5 cents per 100 Ibs. be granted on all hogs, the 
»roduct of which is exported, thus yielding something to the 

oston and New Haven packers. 


go to New York, cheese 40 cents, and wool 50 cents, with an 
addition of 5 cents to Boston. 

The Committee on Lumber Rates reported that rates on 
cooperage stock, bard and soft lumber and logs be made | 
the same as those on pine lumber, under the lumber tariff of 
March 24, and that the rates to different places be in the 
same proportion to each other as wy the tariff of April 13, 
1876, as that is the basis on which Toledo and Detroit rates 
are made on the same property. | 

The Committee on and Tobacco Rates recommend 








It was resolved that from Oct. 1 next, the rates on butter | 
and eggs be on the basis of 50 cents per 100 Ibs. from Chica- | 


that, beginning Oct. 1, the rates on cotton to New York be 
made as follows, in cents, per 100 Ibs, : 





Uncom- 
pressed, Railand Com- 
From Allrail. river. pressed. 

DINE CoaGke ook c2098 04s vepese pete 67 5 4 
ery cee 60 - 
St. Louis & Hannibal .. ............... 59 42 
E. St. Louis & E. Hannibal iF “ 
COMI. « ocnsdh ce snddes abby Sapikcobiesinas 4. 
ere 40 
Louisville... .... .... al 40 
COMIN Ak 5 « knw ciete (ies bia es vcwenadiias 45 , 37 


This committee also recommended that the all-rail rate on 
cotton received from all points competing with Gulf and 
South Atlantic sea-board rcutes be Nivided ona pro rata 
basis after deducting arbitraries. 

It thought it best to postpone action on tobacco rates until 
the opening of the next tobacco season. 

The committee on classification deferred action till a 
special meeting to be held in Cincinnati Sept. 30, 

The session was to be continued Thursday, when among 
the subjects to come up were the regulation of passenger 
business and the apportionment of freight among the imme- 
diate connections + the trunk lines. 

It is proposed to hold meetings of the Joint Executive 
Committee hereafter. oa the third Tuesday of each month. 


ELECTIONS AND APPOINTMENTS. 


Anderson, Lebanon & St, Louis.—At the annual meeting 
in Noblesville, Ind., Sept. 11, the following directors were 
chosen : Samuel E. Busby, Elijah Cottingham, Josiah Durfee, 
Ransom Edwards, James J’. Harney, Francis 8. Kersup, 
James Jacobs, James A. Learnerd, John Lee, Abram 0, 
Miller, John Milligan, Edwin P. Schlater, Wm. Zion. The 
board elected John Lee, of Crawfordsville, Ind., President. 


Animas & Uncompahgre.—The first board of directors of 
this new company is as toiows: Joseph W, Gilluly, C, A. 
Lamborn, Heury McAllister, Jr., H. A. Ihisloy, A. E.V. Stret- 
tell. Office at Colorado Springs, Col. It is apparently or- 
ganized inthe Denver & Rio Grande interest. 


Central Bahia,—Mr, A. H, Kessner, an Austrian engineer, 
has been appointed General Manager and Chief Engineer of 
the Centra! Bahia Railroad, and now has his office at Bahia, 
Brazil. 

Central Vermont.—Mr, James M. Foss, for some years 
= Superintendent of Machinery and Rolling Stock, has 
een appointed Assistant General Superintendent. His office 
will remain at St. Albans, Vermont. 


Chicago, Clinton, Dubuque d& Minnesota,—Mr, J, L. Pen- 
nifill has been appointed General Agent of this road, with 
headquarters at No, 66 La Salle street, Chicago, 


Chicago, Pelein d Southwestern..—Mr. Samuel C. Smith, 
of Joliet, Il, has been appointed Auditor by the Receiver. 


Dayton cd Southeastern.—Receiver Gimperling has ap- 
pointed Wm, E. ety wl Master Mechanic, in charge of the 
Machinery and Car Department. 


Delaware ad Chesapeake.—Mr, O. 8. Sanford has been 
appointed Superintendent, in place of John L, Caldwell, re- 
signed, 


Delaware River,—The full list of directors of this com- 
pany, successor to the Delaware Shore, is as follows: B, 
Green, Samuel Hopkins, Alexander Justice, Dr, 8. T. Miller, 
Thomas L. Ogden, W. Kichardson, The board elected 
Thomas L, Ogden, President; Dr. 8, T. Miller, Secretary. 
Office at Woodbury, N. J., for the present, 


Denver & Rio Grande.--Mr. 8. R. Ainslee has been ~ 
pointed Traffic Superintendent, with office at Denver, Col., 
in place of W. W. Borst, Superintendent, resigned, Mr. 
Ainslie will assume all duties pertaining to the office of Su- 
perintendent, General Freight and Passenger Agent. 


Eastern.—The following circular has been issued by Presi- 
dent Phillips: 

‘*Mr, C. M. Lewis, Master of Rolling Stock, having re- 
signed, the duties of that office will, for the time being, be 
performed by the various foremen at their respective loca- 
tions, 

‘* Daniel 8. Wallis will have charge of the Kast Boston 
shops and the repairs of all locomotives. 

“The following will have charge of the engineers, locomo- 
tives and cars running from their various stations: A. R. 
Barrett, Foreman, Prison Point; KE, A. Ferguson, Foreman, 
Portsmouth: A. B. Barrett, Foreman, Portland; James 
Tucker, Foreman, Wolfboro Junction. J. D, Billings will 
manage shops at Salem and control all car repairs and clean- 
ing. 

** Requisitions for supplies will be made by each of above 
through C. H, Lewis, Clerk and Storekeeper, East Boston, 

‘*1t should be remembered that we are all at work for one 
company, and the earnest codperation of all concerned is re- 
quired that its interests shall not suffer.” 


Evansville & EKastern,—The first board of directors is as 
follows: E. G. Cushman, R. G, Eager, A. O. Derland, H. N. 
Decker, George H, Ellery, T. E. Garvin, H. B, Hanson, T. 
H. Mason, I. 8. Moore, 


Green Bay & Minnesota,—Mr, J. A. Munroe has been ap- 
pointed General Freight Agent of this company, from Sept. 
15. All communications in relation to freight should be ad- 
dressed to him, at Green Bay, Wis. d 

Mr. J. 8. Mott has been appointed General Agent of this 
company, with headquarters at Green Bay, Wis. 


Harrisburg & Potomac.—At the annual meeting pooumtly 
the following directors were chosen; Daniel V. Ahi, C. W. 
Abl, Jacob Bowman, Asbury Derland, J. J. Dull, A. W. 
Eichelberger, Lewis Heikes, Joshua Hunt, John Moore, The 
board elected Daniel V. Ahl President; K. H,. Middleton, 
Secretary and Treasurer. 

Helena & Iron Mountain.—At the annual meeting in 
Helena, Sept. 8, the following directors were chosen : 
Clark, f. M. Jacks, G. D, Jaques, L. H. Mangum, Nicholas 
Straup, Frank Trunkey, Helena, Ark. ; Nathaniel Graves, 
Phillips County, Ark.; Win. Bailey, J. V. Watlake, St. 
Louis ; G. W. Herod, Cincinnati ; Horace R. Allen, Aquilla 
Jones, Willis 8. Webb, Indianapolis. The b ard elected 
Wm. Bailey, President ; Willis S. Webb, Vice-President ; 8. 
I. Clark, Secretary ; T. M. Jacks, Treasurer. 


Jeffersonville, Madison & Indianapolis,—Col. James R, 
Shaler, late of the Columbus Division of the Pittsburgu, 
Cincinnati & St, Louis, has been —— General Super- 
intendent of this road in place of Horace Scott, resigned. 


Knoxville & Cincinnati Southern. —At a recent meeting 
of the board Mr. J. G. Scott, of Oakdale Iron Works, was 
elected a director, in place of R, M. McClung, resigned, 
Major D. A. Carpenter was chosen Secretary and l'reasurer, 
in place of R. M. McClung, resigned. 


Lake Erie & Western.—Mr. G.G. Hadley has been 
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pointed Superintendent, with office at Fremont, Ohio, 
vice I.H. Burgoon, 


Little Falls & Dakota.—The directors of this new com- 
pany met in St. Paul, Minn., last week and elected officers 
as follows: President and Chef Engineer, Wm. Crooks, St. 
Paul, Minn.; Vice-President, C, A. De Graff, Janesville, 
Minn.; Secretary, E. P. Barnum, Sauk Centre, Minn.; 
Treasurer, L. E. Reed, St. Paul; Executive Committee, C. 
A. De Graff, W. P. Clough, J. R. Simmons. 


Massawippi.—At the annual meeting in Starstead, P. sa 
Sept. 11, the following officers were chosen: Robert N. 
Hall, President; 8. Foster, Vice-President; W. J. Foster, 
Secretary and Treasurer. The road is leased to the Con- 
necticut, & Passumpsic Rivers Company. 


Northern Pacifie.—At the annual meeting in New York, 
Sept. 24, the following directors were chosen: Frederick 
Billings, Woodstock, Vt.; B. P. Cheney, Boston; Jobnston 
Livingston, Hugh McCullough, Walter Ferguson, James B, 
Williams, New York; C. B. Wright, Joseph D. Potts, J. 
Frailey Smith, Philadelphia; J. M. Denison, Baltimore; 
Joseph Dilworth, Pittsburgh; Alexander Mitchell, Milwau- 
kee, Wis.; J. C. Ainsworth, Portland, Oregon. The new 
directors are Messrs, McCullough, Ferguson, Williams, Potte 
and Dilworth, who succeed Geor, . Cass, Charlemagne 
‘Tower, George Stark and Ric’ L. Ashburst, there being 
one director chosen more than last year. 


Railroad Young Mews Christian Association.—The In- 
ternational Conference of these associations at Altoona, Pa., 
Sept. 19, elected the plowing officers: President, W. RK. Da- 
venport, Erie, Pa.; Vice-Presidents, E. E, Sheldon, St. Paul 
Minn. ; &. 8. Wood, Providence, R.'L.; William North, West 
Albany, N. Y.; William Burbank, Altoona, Pa., and Lang 
Sheaff, Cleveland, O.; Secretaries, Charles A. Danforth, 
og Haven, Conn., and Mark L, Hyndman, Phillipsburg, 


St. Paul Eastern Grand Trunk.—At a meeting of the 
directors of this new ro in Chippewa Falls, Wis., 
Sept. 11, the following officers were chosen: President, 
Thaddeus C, Pound, Chippewa Falls, Wis.; Vice-President, 
Wm. Wilson, Menominee, Wis.; Secretary, lana C, Lamb, 
Fond du Lac, Wis.; Treasurer, L. C, Stanley, Chippewa 
Falls, Wis.; Attorney, Wm. Pitt Bartlett, Eau Claire, Wis. 
This completes the organization of the company. 


Springfleld, Jackson & Pomeroy,—The Court of Common 
Pleas has appointed William Thornbury Receiver, in place 
of William N. Whitely, relieved at his own request, Mr. 
Thornbury bas been Superintendent for some time. 


West Jersey d& Atlantic City.—This company has been or- 
anized by the election of the following directors: Charles P. 
tratton, William 8. Scull, Camden, N.J.; Mablon Hutch- 

inson, Bordentown, N. J,; Gershom Mott, Benjamin F. Lee, 
Trenton, N. J.; John M. Moore, Clayton, N. J.; Israel 8, 
Adams, Egg Harbor City, N. J.; George Wood, George C, 
Potts, Samuel Lewis, A. Loudon Snowden, Aaron Fries, Ed- 
ward A. Warne, Philadelphia. The board elected George 
Wood President; Edward H., Bettle, Secretary and Treas- 
urer, 


PERSONAL. 


—Mr. Cambridge Livingstone, a prominent and wealthy 
citizen of New York, died at his summer residence in Ann- 
andale, N. Y., Sept. 17, aged 68 years. He inherited a large 
fortune, and in early life studied civil ok and after- 
ward the law, but never practised either profession ac- 
tively. He interested himself in the telegraph from the 
time of Professor Morse’s first invention, was connected with 
several of the earlier telegraph companies, and had been a 
director of the Western Union from its formation, serving 
also as Secretary for several years. He was also a director 
of the Camden & Amboy and its ‘successor, the United New 
Jersey Company, for many years. 

—Mr. Samuel E, Frazee, late Paymaster and General 
Agent of the Indianapolis & St. Louis Company, died re- 
cently in Maysville, Ind., and was buried last week from 
his residence in Indianapolis. He bad been connected with 
the Indianapolis & St. Louis 12 years, 


—Mr. W. W. Borst has resigned his position as Super- 
intendent of the Denver & Rio Grande road. It is said that 
differences of opinion with Receiver Ellsworth have caused 
this action. Mr. Borst has been connected with the road, 
we believe, from its first commencement. 

—Mr. |. H. Burgoon has resigned his position as General 
Superintendent of the Lake Erie & Western (late Lake Erie 
& Louisville) road, which he has managed for many years. 

—Mr. Wm. P. Shinn, General pecs we of the Edgar 
Thomson Steel Works since their establishment, and pre- 
viously connected with the Pittsburgh, Ft. Wayne & Chicago 
as General Freight Agent, and the Alle one! Valley as As- 
sistant President, has accepted the tion of General Man- 

sr of the Vulean Iron & Steel Works, of St. Louis, and 
will shortly remove to that city. These works are the 
newest in the country, but they have been idle most of the 
time since they were completed. 

—The following circular, from General Superintendent 
and Chief Engineer Robert Andrews, of the Wabash Rail- 
way, is dated Sept. 16 ; 

“Tt is with sincere regret that I have to announce the 
death of Warren Colburn, Esq., who died at Saratoga 
Springs. N. Y., Sept. 15, 1879, with congestive chills. 

** Mr, Colburn was Chief Engineer of the Toledo & Wabash 
Railroad during its construction, from 1853 to its completion 
in 1856, and was for many years afterward a director, 
as well as Vice-President and General Manager of this rail- 





ay. 

‘While his great ability and excellent judgment as an 
officer commanded our respect at all times, his kindly and 
ever friendly manner endeared him to all with whom he 
was associated. 

‘“As a token of respect to his memory, the principal 
offices of this company will be suitably draped with mourn- 
ing, and it is requested that the officers will wear a crape 
rosette on the left side of coat for a period of 30 days.” 


—Mr. George T, Wiswell, who is Secretary of the Road- 
Masters’ Association, has resigned his position as Road-Mas- 
terof the Troy & Greenfield Railroad. Mr, A. W. Lock 
Assistant. Engineer of the road, who was lon connected 
with the Hoosac Tunnel, will have charge of maintenance of 
way hereafter. 

—It is reported that Gen. James H, Wilson, Receiver of 
the St. Louis & Southeastern road, has been offered the posi- 
tion of Vice-President and General Manager of the New York 
& New England Railroad, and that he now has the offer un- 
der consideration. 


TRAFFIC AND EARNINGS. 
San Francisco Ocean Freights. 


The freight market at San Francisco has lately been active, 
and wheat charters have been freely made, both for vessels 
in port and to arrive. Latest quotations are 48s, 6d, per ton 
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to Liverpool or Havre for wooden vessels, and 46s. to 46s. 
6d. per ton for iron ships—equivalent to 27 to 29 cents per 
bushel. On Sept. 13 there were vessels of 56,064 tons capa- 
city in port ves charters to carry wheat; 4,776 tons under 
charter for miscellaneous freight, and 30,608 tons disen- 


om Portland, Oregon, latest quotations for wheat sbip- 
ments are 50s. per ton to Liverpool; 52s. 6d. to Cork and a 
merket, and 57s. 6d. to European ports outside of Great 
ritain. 
Railroad Earnings 
Earnings for various periods are reported as follows : 
Eight months ending Aug. 31: 


1879. 1878. Inc, or Dee. P. ce. 
Chi., Burlington & 
SMT ococcocenei $9,079,221 $8,996,425 IL $82,796 0.9 
Denver, South Park & 
Fraeeusc,..... nyehe EES wasnoueiicaee bkemes apa 
Gal., Houston & Hen- 
281,330 230,250 51,080 22.2 


erson ...... op es 3 
Nash., Chatta. &St.L. 1,113,658 
Seven months ending July 31: 

St. Louis & South 


L 2 
1,064,535 I. 49,123 486 


RS ahs sae . $655,958 $626,051 I, $29,907 4.8 
Net earnings.,....... 148,131 119,234 I. 28,897 24.2 
Month of August: 
Chi., Burlington & 
| A a $1,575,159 $1,632,207 D. $57,048 3.5 
Denver, South Park & 
OS Sr . EE veh bnabhae'e:. 4 RerevAeiey 
Gal., Houston & Hen- 
NONE iccaerines 2s 37,717 35,859 I, 1,858 5.2 
Nash., Chatta, & St. 
Dc cet pecs <¥e : 142,182 129,859 I. 12,3823 9.5 
Second week in September ; 
Chicago & Alton..... $176,793 $104,137 I. $72,656 69.8 
Chi. & Eastern Ill.... 17,696 17,194 1. 502 2.9 
Chi., Mil. & St. Paul., 228,000 160,740 I, 67, 60 41.9 
Mo., Kan, & Texas.. 86,987 80,347 1 6,640 8.2 
St. Louis, Iron Mt. & 
{nap eRe A 156,200 103,115 TL. 53,085 51.5 


coceseveuce 47,000 26,400 LL 


cisco ail 20,700 78.7 
Toledo, Peoria & War- 


aE 23,391 26,661 D. 38,270 12.2 
Rs oi ane dune ad 141,758 128,665 I. 13,093 10.2 
Week ending Sept, 12 : 
Great Western....... $91,390 $83,618 I. $7,772 6.3 


Week ending Sept. 13: 


Grand Trunk......... $192,727 $173,976 I. $18,751 10.8 


Grain Movement, 

For the week ending Sept. 13 receipts and ship- 
ments of grain of all kinds at the eight reporting North- 
western markets and receipts at the seven Atlantic ports 
have been, in bushels, for seven years: 


North- -—-Northwestern shipments .—— 

western P. c. by Atlantic 
Year. receipts. Total. By rail. rail. receipts. 
1873. .6, 128,249 6,082,202 1,266,456 20.8 3,811,293 








1874. .3,800,277 3,075,082 257,523 


8.5 2,776,801 


1875. .3,878,940 3,854,150 1,564,652 40.6 3,442,577 
1876. 3,512,610 4,657,952 1,668,318 36.3 3,607,278 
1877. .5.751,856 4,893,113 1,024,304 20.9 4,927,774 
1878. .6,397,260 ,813,414 1,022,581 17.6 8.249.026 
1879. .6,857,719 5,592,939 1,358,966 24.3 7,305,083 


The receipts at Northwestern markets are smaller than 
for either of two weeks preceding. At this time last year 
these receipts fell off largely after having been for four 
weeks the greatest ever known, Of the receipts of these 
markets for the last week this year, 47.8 per cent. was at 
Chicago, 16.8 at Toledo, 12.2 at St. Louis, 9.2 at Milwau- 
kee, 6.5 at Detroit, 4at Peoria and 3.5 per cent. at Cleve- 
land; 32 per cent. of the wheat and 80 per cent of the corn 
were received at Chicago, 214¢ per cent, of the wheat at 
Toledo, and 15 per cent. at St. Louis. Peoria stands next 
to Chicago in corn receipts. 

The shipments of these markets were larger than in the 
previous week, but their rail shipments were somewhat 
smaller, and the smallest since the first week in July, though 
larger than inthe corresponding week of last year when 
rates were the same. 

The receipts of the Atlantic ports for the week this year 
are a little smaller than in the week preceding, and a little 
smaller than the average for eight weeks. For the corre- 
sponding week of last year the receipts were the largest 
ever known, Of the Atlantic receipts of the week this year, 
50.4 per cent. was at New York, 18.4 at Baltimore, 12.6 at 
Philadelphia, 8.7 at Montreal, 5.6 at Boston, 4.2 at New 
Orleans, and 0.1 per cent. at Portland. 

For the week ending Sept. 28 (Tuesday), receipts and 
shipments at Chicago and Milwaukee were as follows, in 
bushels: 


Receipts. Shipments. 

SINS crinen vee 65.09 . 3,461,613 3,077,098 
ie a dens nt obtarvan oak 791,300 457,800 
Total... 4,252,913 3,534,808 


For the same week, ending Sept. 23, the preceding week 
and the corresponding week last year, the receipts at the four 
leading Atlantic ports were, in bushels: 





———_—_—— Week ending —---———_— 
Sept. 23, "79. Regt. 16, '79. Sept. 24, °78. 


TE. 00st b00 Bie 3,612,043 3,169,285 3,701,525 
Baltimore............. 1,503,035 1,408,768 872,467 
Philadelphia.......... 834,250 964,550 785,600 
PMN Saks's cco sted a 793,139 469,194 293,036 

The four ports...... 6,342,467 6,011,895 5,652,628 


The week showed a small gain over last week and a con- 
siderable one over the corresponding week last year. New 
York receipts fell off shghtly, as compared with last year, 
while Philadelphia and Boston both gained and Baltimore 
showed a great increase, chiefly in wheat. New York re- 
ceipts were 57.0 per cent, of the total, against 52.7 per cent. 
last week; and 65.5 per cent. in the corresponding week of 
1878. Of the total receipts at New York 1,050,305 bushels, 
or 29.1 per cent. were by rail. 


Coal Movement, 


Coal tonnages are reported as follows for the week ending 
Sept. 18; 


1879. 1878. Inc. or Dec. P.c. 
Anthracite......:.... 550,419 411,677 I. 138,743 33.7 
Semi-bituminous........ 40,081 76,383 D. 36,302 47.5 
Bituminous, Pannsylv’a, 42,543 38,561 I. 10.3 


3,982 
Coke, Pennsylvania..... 26,787 ~ ....... sathod ‘ 


Cumberland shipments were almost stopped for the week 
by the strike among the miners. 

There are no further developments of importance in rela- 
tion to the proposed new combination of the anthracite 
companies, and it does not appear probable that one will be 
made at present. 

The Pittsburgh Telegraph, referring to President Gar- 
rett’s recent visit to Pittsburgh and its neighborhood, says: 
“*Tn connection with this matter it is not out of place to say 
that several days ago the old contract between the Pennsyi- 
vania and Baltimore & Ohio Railroad companies, in regard 
to the coke traffic from the Connellsville Region, whereby 
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the Pennsylvania Railroad Company is given control of the 
business in return for a remuneration, was renewed, and the 
Pennsylvania Railroad will continue to keep its grip on this 
monopoly for an unknown length of time.” 


Southern Railway & Steamship Association Rates. 
A circular from General Commissioner Powers announces 
the following rates on cotton, which took effect Sept. 16. 


The rates are given in cents; those from Augustaare per 
bale, from all other points per 100 Ibs. : 


(BP yi al we) yy wm 
| eliaihRlis tee & | Aziz 
Sis is\|8 25 s \eFies & 
@®\|S/|4/5 @F78)/ 8 4a =g & 
i=} — 5 2 ® S| Se 
From S15 1518 AS, 3 |S Biy! B 
wri’ i3)\/S gee © copied & 
; Q\5 Bd |: pees] & 
S ei- we We 3) 
so —i 4%: 6 |; & & 
p12: 85 g|: $| 
a ES - cap espane —S © inmeneteeaiitee 
DEERE, GO oo 0.060000. 0 0000|ve0e 125125175 225 250, 275) 3'0/300 
Macon or Milledgeville..... 40; 40, 40 50 55 65 70| 75| 75 
Athens , Atlanta, Rome, 
Dalton, Chattanooga.... 45 45 45 55 60 65) 70) 75| 75 
Atlanta & West Point R. R., 
Rae 60, 60| 60 70 75 80 85) 90 90 
West Point or Opelika.......... 50; 50 60 65 75) 80) 85| 85 
Mortgomery or Selma.... .... 40| 40 50 55 65) 70) 75) 75 
Western & Atlantic local: 
Bolton to Tilton......... 55 55| 55 65 70 75) 80) 85) 85 
Smyrna to Resaca....... 57| 57| 57, 67, +72 | 77| 82) 87| 87 
Marietta to McDaniel’s... 60 60| 60 70 75 89 85) 90: 90 
Big Shanty to Boyce..... 62 62) 62 72 77 82 87) 92) 92 
Acworth to Halls... ..... 65 65) 85 75 80 | 85) 990) 95) 95 


the 


To make rates to points in New England and Canada not 
included under ‘‘ New England towns,” add arbitraries from 
Boston or New York to New York rates, using that total 
which is least. 

Another circular gives in detail the rates on merchandise 
from Eastern, Western, coast and common points to South- 
ern points, both by Eastern lines and the Green Line, as 
adopted by the joint committee representing the South- 
ern Association and the Green Line. These rates 

%k effect Sept. 19. From Boston, New York and 
ee to Atlanta, Athens, Chattanooga, Dalton, 

Macon, Milledgeville, Montgomery, Rome and Selma they 
are, for the six numbered classes: 





Class .—— —— 
oe a ee 
110 85 75 60 45 

From Baltimore the rate is 6 cents less on the first three 
classes, and 4 cents less on the last three. 

On the lettered classes the rates are not the same to all 
these places. To Atlanta and Athens they are 34, 50, 50, 50 
and 55 cents per 100 lbs. for classes A, B, C, D and E, and 
to the other places named they are 34, 45, 45, 45 and 50 
—lower to Selma and Montgomery than to Atlanta. 

To Atlanta, Macon, Athens, Rome and Dalton from Chi- 
cago (also from Peoria, Pekin and Havana), the rates are 
150, 129, 108, 88, 73 and 58 cents per 100 Ibs. in the six 
numbered classes, and 53, 58, 58, 53, 68, 106, 195 and 88 on 
the lettered classes A to H, Fand Gbeingfor barreis. From 
St. Louis the rates are about 11 per cent. less. 


he 
Cents per 100 ibs........ .. .... 125 


New Classes of West-Bound Freight. 

By agreement of the trunk lines, the following rates on 
articles named below wentinto effect Monday, Sept. 22: 

Salt, cement, old rails, steel rail-ends, scrap steel, scrap 
iron, spiegeleisen, pig-iron and blooms, 25 cents per 100 Ibs, 
from New York to Chicago, with the usual differences from 
other sea-board cities, and to other Western points. The 
trunk lines will accept not less than 15 cents per 100 Ibs, on 
shipments from New York to their Western termini—Sus- 
——- Bridge, Buffalo, Pittsburgh, Wheeling and Parkers- 
urg. 

Railroad iron will be charged atthe rate of 30 cents per 
100 lbs. from New York to Chicago, and not less than 20 
cents tothe Western termini of the trunk lines. 

Rail-and-lake rates on these two new classes will be made 
on the usual basis. 

These rates are given only for car-load lots. 

Heretofore the lowest rate from New York to Chicago has 
been 40 cents. This was sufficient to divert most of the 
traffic in the articles named above tothe canal and lakes, 
But heretofore the movement of pig, scrap, rails, etc., has 
not been very large from the seaboard. But with the 
revival of the iron industry came considerable importations 
of scrap and pig bound to Western mills, and some of rails. 
Now the mills at Cleveland, Milwaukee and Chicago would 
get pretty much all their supplies of these by water if the 
lowest rail rate were $8 per ton. When the movement of 
these materials (scrap, chiefly) was mostly to Pittsburgh a 
better rate could be maintained. Of course itis to the ad- 
vantage of the railroads to fill their west-bound cars at 
these rates rather than let them go empty. 


Lake and Canal Rates'in August. 

The Buffalo Commercial Advertiser of Sept. 20 says: 
‘** Freight rates are pretty well up and are firm. The pre- 
vailing rate from Chicago to Buffalo at present is 5 cents on 
wheat and 44 cents on corn. This isa fair freight, but the 
boatmen are doing better than the vessel-owners, in the pro- 
portion. The closing rates last evening, on wheat from Buf- 
falo to New York by canal was 9 cents, and 814 cents on 
corn, There is money in these rates, and the result is a num- 
ber of new boats are being built, thus giving work to the 
boat-yards and builders. If the railways are not obtaining 
paying rates it is because they do not demand them. 

‘In this connection the following exhibit of the average 
freight on wheat and corn from Chicago to Buffalo by lake; 
and the average on the same cereals from Buffalo to New 
York by canal, for the month of August in the ten years 
named, will be of interest: ; 


Lake. - Canai.—— 

Wheat, Corn, Wheat, Corn, 
Year. cents. cents. cents. cents 
are packs l Dds nop bade 5.0 4.7 9.4 9.2 
1871.... Soea bob whee e366 0 6.2 5.7 11.8 10.8 
I a ae Fee 9.6 8.8 12.0 11.0 
1873... Seik, imn'nSSae hn hekes \a>bee 5.6 10.6 9.6 
Minas ¢boddeksbebulienvetedeé-s ee 21 9.0 8,0 
SGN i Letty Pel cee be bees 2.5 2.2 8.1 7.3 
ee ee ve 08% et 1.8 5.8 5.3 
0 RN rere ee . 4.0 3.6 7.0 6.4 
1878... bese deokaswnd ete * 3.0 5.2 4.6 
ER AF an ee . 49 4.5 6.5 5.9 


‘For the first time in several years, the transportation 
people, as a whole, are feeling pretty well satisfied with the 
situation. The enormous crops of this year, in connection 
with the general revival of business, are giving carriers about 
all the business they can conveniently take care of. Vessel 
owners, boatmen and railways are all doing a heavy trade, 
which is shown by the fact that the deliveries at the seven 
leading seaboard ports from Jan. 1 to Sept. 6, 1879, aggre- 
gate the enormous amount of 184,000,000 bushels, which is 
21,000,000 bushels in excess of last year’s movement, and 
nearly two and a half times as great as the deliveries in the 
corresponding months of 1877.” 
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Delaware Fruit Traffic. 


Shipments of peaches over the Delaware Railroad up to 
Sept. 20 were 4,901 car-loads. They have fallen down to 20 
car-loads a day and this week will substantially close the 
season, which has been the best for several years. 


RAILROAD LAW. 
Claim for Damages—Negligence. 


In Richardson against the Louisville 
Chicago Co., the Indiana Supreme Court 
The complaint in this aciion for charges the neg- 
ligence of appatans, the injury done, and alleges that it 
happened without fault o/ appellee. This is sufficient. 
he court ccmmitted no error in over-ruling the motion 
for judgment on the special findings, as they were not 
irreconcileably inconsistent with the general verdict. The 
antagonism between them must be apparent on the face of 
the record beyond the possibility of Boi removed by any 
evidence legitimately admissible under the issues before the 
court can be called upon to give judgment against the 
party who has the general verdict in his favor. 

Contribution to an injury does not necessarily preclude 
the right tc recover compensation for it. The contribution 
must be negligent. It is contributory negligence that bars 
the right of action for compensation. It is not negligence to 
leave windows open, if the passing engines with properly 
constructed, and at the time properly guarded, suey-thacio 
would not endanger her property, unless she had knowledge 
of the coming of such as were dangerous. 

The question of negligence is one of mingled law and fact. 
to be decided by the ceurt as a question of law, when the 
facts are undisputed or conclusively proved, but not to be 
withdrawn from the jury when the facts are disputed and 
the evidence is conflicting. 


New Albany & 
held as follows : 


Passenger on a Freight Train. 

In Creed against the Pennsylvania Railroad Co,, in the 
Pennsylvania Supreme Court, a passenger got into the ca- 
boose of a train, in which all but employés of the road were 
forbidden to ride, and while there was killed through the 
negligence of the company. It did not appear that he was 
an employé, or that he had paid fare. eld, that the lega] 
presumption was that he wasa passenger traveling for a 
consideration, and that the company was liable in damages 
for his death. 


Right of Way Over Mortgaged Premises. 

In Price against the Weehawken Ferry Co., in the New 
Jersey Court of Chancery, the Erie Co. had laid a track 
across the mortgaged premises, acquiring the right of way, 
not by condemnation, but by a grant from the mortgagor. 
Held, That the company had no right to have the track, 
etc., put by it upon the premises, reserved from a sale under 
foreclosure of the mortgage. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

H. K. Porter & Co., at Pittsburgh, lately completed a 
light passenger tank engine for the Grand Deewn ilroad 
in Michigan. 

The difficulty between the Ohio Falls Car Co., at Jefferson- 
ville, Ind., and the striking molders has been settled. After 
a conference with President Sprague the men agreed to go 
to work again at $2.25 per day, an advance on the former 
wages, some minor conditions being made by the company, 
The company has lately shipped a number of cars to the 
Lake Erie & Western road in Ohio, 

it is reported that the Indianapolis, Decatur & 8 pega 
Company has ordered from the Grant Locomotive Works, at 
Paterson, N. J., four passenger and six freight engines, all 
to have 17 by 24 in. cylinders. 

The Quebec, Montreal, Ottawa & Occidental shops in Que- 
bec are building 20 flat cars for the Quebec & Lake St. John 
road. The wheels are made at Bissett’s foundry, Quebec. 

The [linois Central shops lately turned out three freight 
engines with 17 by 24 in. cylinders. 

The Danforth Locomotive Works, at Paterson, N. J., are 
turning out several consolidation engines for the Delaware, 
Lackawanna & Western road. 

The Canada Engine & Machine Works, at Kingston, Ont., 
have completed five locomotives for the Eastern Extension 
road in Nova Scotia. 

The Buffalo (N. Y.) Car Works, including shops covering 
twelve acres of ground, have recently been leased by a new 
company called the Gilbert Car Co., in which capitalists of 
Buffalo, Troy and New York are interested. The principal 
officers are : E. C. Gilbert, of Troy, President ; Thos. Chester, 
of Buffalo, Vice-President ; James F, Chard, of Buffalo, Sec- 
pay ; Geo. W. Miller, of Troy, Treasurer and Managing 
Trustee. 





Iron and Manufacturing Notes, 


The Ward Furnace, at Niles, O., has been sold to a new 
concern known as the Thomas Lron Co., and will be statted 
up suortly. 

The Cleveland Steam Gauge Co. has orders for 88 Watson 
forges and blowers to go to Brazil. 

Donegal Furnace, at Marietta, Pa., started up last week, 
eer contract to furnish pig iron to the Lancaster Rolling 
Mill. 

The Nimson Forge & Axie Works, at Allentown, Pa., 
have been sold by the American Life Insurance Co., of 
Philadelphia, to Messrs. C. Van Brunt and E. P. Boullard, of 
New York. The exact price has not transpired, but is fixed 
at the extremely low figure of $15,000. The works, which 
have been idle for several years, will be started up at once, 
with orders to keep them in operation for a year. 

The Franklin lron Works, at Port Carbon, Pa., owned by 
Mr. Robert Allison, are building several large air com- 
pressors for the mining districts in Ohio. 

The charcoal iron makers of the United States met last 
week and formed an association, as noted elsewhere. 

The Eames Iron Works, at Titusville, Pa., have begun the 
manufacture of iron, using petroleum as fuel. At present 
only blooms are made, but the business is to be extended 
gradually. 

J. M. Foster & Co., of Philadelphia, are building one of 
their compound gas compressors at West Philadelphia, for 
the Pennsylvania Railroad, and are constructing a number 
of their compressed gas governors, and other apparatus re- 
cently ordered by the same road. 


Bridge Notes. 


_The Keystone Bridge Co., at Pittsburgh, besides the Cin- 
cinnati Southern work still in the shops, several bridges 


to build for the Pittsburgh, Ft. Wa: & Chicago, and the 
large bridge over the Missouri at Plattsmouth, Neb. This 


will have two spans of 400 ft. each, three of 200 ft. each, 
and 1,560 ft. of iron trestle in the approaches. The long 
spans will be chiefly of steel. 

The Kelloge Bridge Co., at Buffalo, N. Y., besides other 
work, has orders for three spans of iron bridge for the Lake 
Shore & Michigan Southern road ; one span for the Conecti- 
cut River road, and a draw-span for the ,Western Counties 
Railway in Nova Scotia. 


1 way brid, 





Mr. Alfred P. Boller, of New York, has lateiy completed 


the — ver Croton Lake on the New York City & North- 
ern road. It is 480 ft. long and 75 ft. above the water; it 
has three —— resting on two abutments and two iron piers. 
Mr. Boller has a further contract for 14 spans of iron bridge 
and also for 2,000 ft. of timber trestle; also for tive high- 
over the track, and for three of his pattern of 
wrought-iron turn-tables for the same road. 


The Rise in Prices of Iron Since January. 


The price of the best brands of No. 1 anthracite foundry 
pi -iron in Philadelphia advanced $1 per ton from Jan. 1 to 
y 1, 1879. From July 1 to Aug. 1 it advanced $2. From 
Aug. 1 to Sept. 1 it advanced $1.50. From Sept. 1 to Sept. 
16 it advanced $2.50. The total advance from Jan, 1 to the 
resent time has been #7. The pig-iron market at Pittsburgh 
been much more excited than t' at of Philadelphia, and 
in consequence prices have advanced more at the former 
place than at the latter. Gray forge coke pig-iron for in- 
stance, has experienced an appreciation in price at Pitts- 
burgh from $16 od ton on Jan. 1 to $26 per ton on Sept. 13. 
The advance in No. 1 anthracite foundry pig-iron in Philadel- 
phia has been from $18 per ton to $25. 

The price of best refined bar iron in Philadelphia advanced 
$2.24 ged ton from Jan. 1 tu July 1, 1879. From July 1 to 
Aug. 1 it advanced $2.24. From Aug. 1 to Sept. 1 it ad- 
vanced $4.48, From Sept. 1 to Sept. 15 it advanced $11.20. 
The total advance from Jan. 1 to the present time has 
been $20. 16, or from $42.56 per ton to $62.72. 

The price of best standard iron rails at Pennsylvania mills 
advanced $3 per ton from Jan. 1 to July 1, 1879. From 
July 1 to Aug. 1 it advanced $2. From y he 1 toSept. 1 it 
advanced $1. From Sept. 1 to Sept. 15 it advanced $1.50. 
The total advance from Jan. 1 to the present time has been 
$7.50, or from $35 per ton to $42.50. 

The price of steel rails at Pennsylvania mills advanced #4 
per ton from Jan. 1 to July 1, 1879, From July 1 to Aug. 1 
it advanced $3. From Aug. 1 to “_—_ 1 it advanced $2, 
and has since remained stationary. The total advance from 
Jan. 1 to the present time has been $9, or from $41 per ton 
to $50. 

The price of old iron rails in Philadelphia advanced $4.25 
per ton from Jan. 1 to July 1, 1879. rom July 1 to Aug. 1 
it advanced $1.25. From Aug. 1 to Sept. 1 it advanced 
$1.50. From Sept. 1 to Sept. 15 it advanced 50 cents. The 
total advance from Jan. 1 to the present time has been 
$7.50, or from $20 per ton to $27.50. 

The price of cut nails in Pittsburgh advanced 10 cents per 
keg from Jan. 1 to Aug. 1, 1879. From Aug. 1 to Sept. 1 it 
advanced 35 cents. From Sept. 1 to Sept. ts it advanced 
40 cents. The total Pittsburgh advance from Jan. 1 to the 

resent time has been 85 cents, or from $2.15 per keg to $3. 

he price of cut nails in F hiladelphia advanced 5 cents per 
keg from Jan. 1 to “tee 1, 1879, From Aug. 1 to Sept. 1 
it advanced 20 cents. From Sept. 1 to Sept. 15 it advanced 
90 cents. The total Philadelphia advance from Jan. 1 to 
the present time has been $1.15, or from $2.10 per keg to 
$3.25.—Journal of the American Iron and Steel Associa- 
tion, 


Borings. 


‘Prisoner at the bar,” said the judge severely to the train- 
wrecker, ‘‘ You have wrecked a passenger-train and killed 
five innocent people. You have committed a crime of the 
first order, which ranks you with the ——” 

‘Surr, ye flatter me,” interrupts the prisoner, with a grati- 
fied smile. 

The other day a goat belonging to Mr. Harmon Detrich, 
of Middleport, Pa., made a light lunch on $35 of Reading 
Railroad wages scrip, putting the company that amount 
ahead. The least it can do is to issue a free pass over the 
road, though it is not quite clear whether Mr. Detrich or the 
goat should get the pass. 

‘*T am assured,” writesa Canadian who had a claim of 35 
cents against the Canadian Southern, to General Passenger 
Agent Snow, “ that you are actuated by the same principles 
as guide her Majesty the Queen, and that justice to all men 
is your motto.” Mr. Snow says that’s what the boys call 
“ee taffy.” 

While an express train was onits way west, running at 
the rate of fifty miles an hour, just out of Meadville, Pa., 
the other day, Fred Moss, a boy, fell off acar platform. As 
he regained his feet he exclaimed, “ I’ve bumped my nose !” 
and so he had, but when in great anxiety the trainmen ran 
back to meet the youngster, they found that he was not in- 
jured otherwise. 


United States 

Workers. 

A meeting was held in Philadelphia last week, at which 
about 30 owners of charcoal iron furnaces, from ten differ- 
ent states, were present. A permanent association was 
formed with the above title; its objects “ are to procure reg- 
ularly statistics of all manufactures of iron by the use of 
charcoal as fuel, to provide for the mutual interchange of 
practical and scientific knowledge and experience in this 
branch of metallurgy, and to take all proper measures for 
advancing and protecting the interests of the trade in all its 
branches.” 

The foliowing officers were unanimously elected for the en- 
suing year: President, George B. Weistling, Mont Alto 
Works, Franklin County, Pa.; Vice-President, Willard War- 
ner, Tecumseh [ron Works, Alabama; Mana ers, Alfred L. 
Tyler, Alabama; Robert Valentine, J.C. Fuller and Henr 
Townsend, Pennsylvania; Charles E. Coffin, Maryland; 
Charles Campbell, Ohio; M. 8. Kifort, Kentucky ; 8, A. John- 
son, New York, and J. Garrett, Tennessee. 

Sixty Miles an Hour. 

The St. Louis Republican, of rece..t date, says: ‘ Mr. F. 
W. Hill, of this oly. long a railroad man and late of the 
Hannibal & St. Joe road, contributes the most interesting 
figures yet applying to the mile-a-minute controversy, From 
the f acts given it is shown that the speed of a mile a minute 
has frequently been exceeded by trains on American roads, 
In the year 1872, Mr. Hill states, Thomas McDonald, en- 
rineer of engine No. 86, a five-foot wheel freight engine on | 
the Missouri, Kansas & Texas Railroad, ran from Parsons, | 
Kan., to Sedalia, Mo., a distance of 156 miles, making more 
than a mile a minute over a greater part of the way. The | 
oceasion of this run was to get Phil Sheridan to Sedalia in | 
time to catch the regular train on the Missouri Pacific Rail- 
road in order that he might reach Chicago in time to keep 
an engagement. Col. R. §. Stevens, General Manager of the 
Missouri, Kansas & Texas Railway, was on the train with | 
Sheridan. The most remarkable thing about this run was that | 
the engineer did not know 10 minutes before he started that a 
fast run was expected—in fact, he came in with a freight 
train late the night previous and expected to go out on 
freight the next day. At four o’clock a. m. he was called 
out of bed and not given time to oil his engine properly, as 
the train was waiting. All railroad men will understand 
what it means to take an engine off freight and make such 
arun. The same gentleman also furnishes the following ac- 
count of fast time made in different years: 

“In the year 185-, Albany to New York, Hudson River 
Railroad, 144 miles, 2 hours and 49 minutes. 

“In 1855, New York Central Railroad, locomotive Ham- 
ilton Davis, with six cars, 14 miles in 11 minutes. 


Association of Charcoal tron 
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_ mesg Paddington to Slough, England, 18 miles in 15 
minutes. 

“Tn 1862, Boston to New York, express train via Provi- 
dence and New London, 230 miles in 5 hours and 27 minutes 
running time. 

** In 1868, Indianapolis to Pittsburgh, 381 miles in eight 
hours running time, 475¢ miles per hour. 

‘Tn 1868, Janesville, Wis., to Chicago, 91 miles in 90 min- 
utes. This was done by an engine built at the shops of the 
Chicago & Northwestern Railroad Company by George W. 
Cushing. I believe the engine pulled two cars and side- 
tracked once to iet a train pass they met.” 


Proposals for Wrought-Iron Beams. 


Sealed proposals will be received at Rock Island Arsenal, 
Illinois, by Major D. W. Flagler, United States Ordnance 
Corps, until Oct. 18, for furnishing on cars delivered at the 
Arsenal, the following: 

About 220,000 Ibs, 15-in. wrought-iron I-beams, 200 Ibs. 
to the yard. 

About 320,000 Ibs. 12-in. wrought-iron I-beams, 125 Ibs. 
to the yard. 

About 200,000 Ibs, 12-in. wrought-iron I-beams, 170 Ibs. 
to the yard. 

Rn: a cc lbs. 9-in. wrought-iron I-beams, 85 Ibs. to 
the yard. 

About 90,000 Ibs. 7-in. wrought-iron deck-beams, 58 Ibs, 
to the yard. 

Prarainn 126,000 Ibs, 4-in. wrought-iron I-beams, 80 Ibs, to 
the yard. 

About 21,000 lbs. T-irons and angle-brackets, 314 by 814 
in., 80 Ibs. to the yard. 

About one-fourth of the beams must be delivered within 
60 days from date of contract, the balance by March 1 
1880. All beams must be of first quality, straight, out of 
wind and free from flaws, and a portion of them must be 
cut to exact lengths. Bids must state place of manufacture 
and be accompanied by the usual manufacturers’ charts 
giving the guaranteed strength and stiffness. Full specifica- 
tions, bills of beams, lengths, ete., can be had on application 
to Major Flagler at the Arsenal 


Goose versus Locomotive. 


Yesterday morning a flock of geese attacked the Newark 
train near the Junction, They were led on by an old gan- 
der, and for afew moments it looked as though theywould 
throw the locomotive off the track, judging from the un- 
broken front they presented to the enemy. ut the brave 
descendants of the sentinels that saved Rome proved to be 
made of two soft material to cope with brass and iron, and 
the next minute they were spread along the track in the 
shape of goose hash,— Paterson (N. J.) Press, Sept, 8. 


OLD AND NEW ROADS. 

Animas & Uncompabgre.—This company has been or 
ganized in Colorado to build a railroad from Silverton, in 
San Juan County, in a generally northerly direction, to the 
summit of the divide between the waters of the Animas and 
Uncompahgre Rivers; thence down Gray Copper Gulch or 
some other tributary of the ape ey ver, as may 
hereafter be found eligible, to the Uncompahgre Valley; 
thence down the valley to its mouth, with branches from 
the main line to the mineral deposits of Silverton, Ouray 
and other points as may be deemed expedient. The capital 
is $1,000,000, 


Atchison, Topeka & Santa Fe.—The enlargement of 
the Raton Tunnel to its full size was completed last week, 
track laid through it, and trains have begun to use it, This 
enables the company to dispense with the switch-back road 
over the mountain with its very heavy grades, and shortens 
the distance nearly three miles. 

Track has been laid on the Cowley, Sumner & Ft. Smith 
Branch from Wichita, Kan., southward to pangs dn in 
Sumner County, a distance of about 35 miles. nother 
branch of this line, to run through Winfield to Arkansas 
City, is now under construction. Regular trains began to 
run between Wichita and Wellington last week. 


Atlantic & Great Western,—London advices state 
that the $2,500,000 prior lien bonds offered by the Recon- 
stiuction Trustees were all taken, the applications amount- 
ing to $8,070,000, They were issued at 90 and will bear 6 
per cent. interest, When the foreclosure and reorganization 
are completed they will be a first lien on the road, subject 
only to the Ohio mortgage, which covers the road in, that 
state. 


Atlantic & Southern.—This company has been organ- 
ized in Lowa to build a branch of the Chicago, Rock Island & 
Pacific road from Atlantic southward to the Missouri line. 
Ten miles, from Atlantic to Lewis, will probably be built 
this fall. : 


Bangor & Bucksport.—This company is making all 
preparations to take and operate its roa after Oct, 1, when 
the lease to the European & North American will expire. 
New passenger and freight stationsare being builtin Bangor 
and other necessary arrangements made. 


Champaign, Havana & Western.—The committee 
which bought the Western Extension of the Indianapolis, 
Bloomington & Western at the foreclosure sale, and organ- 
ized this company, submit the following statement of their 
proceedings to the bondholders: 

“Your committee on the 9th day of April paid into court 
the whole purchase money of the road, received a deed for 
the property, and took possession of the road on the 10th 
day of May, Under the efficient management of Mr. Wm. 
H. Smith, the receipts of the road have increased 40 per cent. 
above the amount credited our road during 1878, when run 
in connection with the main line. Your committee have re- 
built an engine and rebuilt a bridge, and have expended a 
zo0d deal of money in laying new ties, and report the road- 
bed and machinery to be in fair working order. By giving 
bonds for the eventual payment of the old capital stoc 
taxes, an injunction against levies by the county treasurers 
was granted for ninety days. During this period the matter 
was submitted to Judge Drummond. By his decision the 
extension will pay one-sixth instead of over half 
of the capital stock taxes on the old Indianapolis, 
Bloomington & Western, as heretofore levied on our prop- 
erty. We estimate a saving of $85,000 from this decision, 
Your committve has bad a line surveyed from the present 
terminus of our road at Havana, IL, tapping the Mississippi 
River at both Quincy and Keokuk. A very good route at a 
grade ot not over 87 feet to the mile was obtained. The 
country through which the proposed route passes is one of 
the oldest, best settled and most productive in Illinois. Good 
beds of coal and building stone were found on the route, 
which ought of themselves to furnish a large amount of 
freight. Situated as the road is at present, without any 
western connection, we have no west-bound business, and 


our cars go westward absolutely empty. We deem 
it of vital importance _ that the bridge over the 
Illinois River at Havana tke built at once, dur 
ing the present low stage of wate, ‘nd that the 
road be extended westward at once that we may 
lhave through west-bound travel and freight, without 
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which the road connot be made a profitable one. We think 
we shall have funds enough on hand to build this bridge, and 
ask the bondholders’ consent to pay over whatever surplus 
we may have to the successor company to be used for. that 
purpose. Ve have of late been much hampered for want of 
ears to carry the freight offered, and have made arrange- 
ments for the use of 200 cars on a mileage Your 
committee delivered the road into the hands of the successor 


company, the Cham Havana & Western Railway 
Company, on the soot of fact 


ber, receiv from them 
as consideration $350,000 preferred honds, $1,100,000 first- 
mortgage bonds, $1,650, stock, Bondholders can obtain 


the new securities on application to the National Bank of the 
Republic, New York.” 


Chicago & Paducah.—Messrs, John J. McCook, James 
C. Parrish and Charles Ridgely, Jr., Purchasing Committee, 
give notice that the plan of reorganization bas been com- 
pleted, and signed by holders of more than three-fourths of 
the first-mortgage bonds, Bondholders who desire to par- 
ticipate in the benefits of the plan must sign the agreement 
within 30 days from Sept. 13, and deposit their bonds with 
the Farmers’ Loan & Trust Company within three weeks 
thereafter. A copy of the ment ready for signatures 
may be found at the office of Parrish & Pendleton, No. 120 
Broadway, New York. 


Chicago, Clinton, Dubuque & Minnesota.—lIt is 
reported that negotiations are in progress for a lease of 
this road to the Chicago, Milwaukee & St. Paul Company, 
whose lines it crosses at several points. The road extends 
along the west bank of the Mississippi from Clinton, Ia., to 
La Crescent, Minn., 178 miles, with a branch from Turkey 
River, la., to Wadena, 44 miles. It is chiefly owred in Bos- 
ton. The Chicago & Northwestern would seem a much 
more natural connection for it. 


Chicago, Milwaukee & St, Paul.—On the southern 
branch of this company’s Iowa & Dakota Extension the 
grading is completed from Marion Junction, Dak., west by 
south to Springfield, 61 miles, and track laid’ for 15 miles. 
Tracklaying has been somewhat delayed by difficulty in 
zetting iron. The company offers to build 10 miles beyond 

pringfield to the mouth of the Niobrara River, if satisfac- 
tory arrangements can be made, 

A dispatch from Yankton, Dak., says that the company 
has agreed to build another branch, from Rock Mills., la., 
through Edna to Yankton, about 60 miles, work to be begun 
at once and finished next spring. 

Work is now actively in progress on the extension of the 
Davenportr& Northwestern line from Fayette, Ia., north by 
west to Ft. Atkinson, about 25 miles, large part of the 
line was partly graded several years ago, and on much of it 
but little work is required, 


Chicago, Pekin & Southwestern,—Mr. F. E. Hinck- 
ley, late Receiver of this road, was last week arrested and 
locked up for contempt, having refused to turn over the 
books and papers of the company and the cash balance in 
bis possession to the suecéssor appointed by the Court. An 
attempt to release him on a writ of habeas corpus was not 
successful. ‘ 

A new phase in the controversy over this road has arisen 
in the filing of an aye jer ne bill by the Farmers’ Loan & 
Trust Company and a majority of the bondholders, asking 
that the Receiver be discharged and the custody of the 
property given to the Trustee under the first mortgage. 


Chicago, Rock Island & Pacitic.—The old mortgage 
for $13,500,000, executed by this comenny Sept, 1, 1866, 
has been finally satistied and canceled on the record, The 
bonds issued under it have all been paid off and replaced by 
a new issue at a lower rate of interest. 


Clarksburg, Weston & Glenville.—This road is now 
completed to Weston, W. Va., 25 miles southward from the 
junction with the Baltimore & Ohio at Clarksburg. It isa 
narrow -gauge road, fullowing the valleys of Lost Creek, 
Hacker Creek and tne West Fork of the Monogahela, and 
has two short but heavy gradeg, one of 182 ft. to the mile. 
andone of 142 ft, Tt passes through a good pore fb and 
follows nearly the main line of road heretofore used for the 
tratlic of a large section of country without a railroad. 
Weston will be the terminus for a time, but the company 

yurposes building hereafter westward 26 miles to Glenville 
in Gilmer County. 


Corpus Christi, San Diego & Rio Grande.—Thbis 
road is now completed to San Diego, Tex., 53!¢ miles west- 
wafd from the starting point ‘at Corpus Christi, and 1814 
miles beyond the late terminus at Collins. San Diego will 
probably be the terminus for some time, though arrange- 
ments have been made to go on with the extension to the 
Rio Grande, 

Credit Valley.—This road was formally opened for busi- 
ness from Toronto, Ont., to Milton, 30 miles, on Sept. 19. 
Track is laid 17 miles farther, and is expected to reach Galt, 
54 miles from Toronto, in a few weeks. The branch line has 
track laid to within 12 miles of Orangeville. 


Danville & North Carolina,—It is proposed to build 
a railroad from Danville, Va., southwest to Rockingham, 
Forsythe, Davie and Lredell counties in North Carolina to 
Statesville, on the Western North Carolina road, a distance 
of about 110 mies. The projected line is nearly parallel to 
the Richmond & Danville and from 80 to 40 miles distant 
from it. Besides the western connection at Statesville it 
pee here one to Charlotte over the Atlantic, Tennessee & 

no road, 


Dayton, Covington & Toledo.—Track on this road is 
now reported laid to Versailles, O., 35 miles northward 
from the junction with the Dayton & Union road, and 41 
miles from Dayton. Regular trains are to run to Versailles 
early next month. 


Denver & Rio Grande.—The New York American Ev- 
change says: ‘* Mr. Jay Gould has been taking steps to secure 
control of the Denver & Rio Grande property. When the 
arrangement above-mentioned (for exchange of stock) was 
entered into between the Denver & Rio Grande and the Pue- 
blo & Arkansas hier 4 companies, the stock of the two cor- 
porations was placed in the hands of trustees. Most of the 
stock of the Denver & Rio Grande Company is still held in 
trust, the stockholders having received trust certificates for 
all the shares deposited. A contract has been made by Gen, 
William J. Palmer, President of the Denver & Rio Grande 
Company, with Mr, Jay Gould and Mr. Russell Sage, where- 
by they agree to purchase one-half of the outstanding certifi- 
cates at 22 per cent, of their face value, payable at the op- 
tion of the purchaser either in cash, Kansas Pacific Railway 
Company stock at 66, or in 6 per cent. Kansas Pacific con- 
solidated bonds at 88 percent. A large numper of the stock- 
holders are said to have accepted this offer, 

_‘‘ Under the arrangement with the Pueblo & Arkansas 
Valley Company the Denver & Rio stockholders would have 
received much less than 22 per cent. of their stock. In view 
of the present litigation, the result of which cannot be fore- 
told, it is believed by many persons that the offer of Messrs. 
Gould and Sage is very fair, and that its acceptance will se- 
cure valuable assistance for the Denver & Rio Grande Com- 
pany, which is calculated to help to enhance the value of 


The exchange may be made at any time upto Sept. 30. 
Such stockholders as do not accept Mr. Gould’s proposition 
will be entitled to their rights under the original trust, and 
will be subject to all the risks of the litigation. 

**Upon the rendering of a decision by the courts the Den- 
ver & Rio Grande road will be at once delivered to which? 
ever company is declared to be entitled toitscontrol. In the 
event of the Denver & Rio Grande Company regnining pos- 
session of its road, it is considered more than probable that 
the Gould interest will control its future policy.” 


Dover & Nashua.—lIt is proposed to build a railroad 
from Dover, N. H., eastward to a point on the Nashua & 
Rochester road between Gonic and Barrington. The dis- 
tance is about five mile. 


Duck River Valley.—A further extension of this road, 
from Petersburg, Tenn., south 10 miles to Fayetteville, is to 
be built if stock subscriptions enough can be secured along 
the line. 


Eastern Extension.—This road was last week formally 
opened for travel from the junction with the Pictou Branch of 
the Intercolonial at New Glasgow eastward 414 miles to 
Murphy’s Mills station, one mile from Antigonish town. The 
road has been built by a corporation known as the Halifax 
& Cape Breton Railway & Coal Company, which receives 
from the Dominion government a subsidy of $7,045 per 
mile, and the grant in fee of the 52 miles of the Pictou 
Branch, The road has been substuntially built, under super- 
vision of the government engineer; the bridges are of 
wood, Howe truss, the longest spans being at Sutherland 
River, 160 feet; French River, James River and Yankee 
Gut, 80 feet each; Barney’s River 75 feet. The stations 
have been located, but the buildings are not up yet. The road 
is At promat cose with 5 locomotives, 9 passenger and 4 
baggage cars, 20 box, 10 stock, 40 flat and 150 coal cars, 
The grading on the 30 miles from Antigonish eastward to 
the Straits of Canso is well advanced. 


Erie & Pittsburgh.—For some time past there has been 
talk of changing the track of this road over a part of its line 
to the bed of the old canal, now abandoned, Recently the 
Pennsylvania Company, lessee of the road, has had surveys 
made, and the estimated cost of changing the track from 
Espyville, Pa., to a point three miles south of Albion, a dis- 
tance of 23!¢ miles, is $44,670, The lessee has made no 
prepodiin as yet, but it is understood that the change will 

» made, if the local interests which will be better served 
by the new location of the track will bear a past of the 
cost. 


Evansville & Kastern.—This company has filed articles 
of incorporation in Indiana to build a road from Evansville 
northeast to Seymour on the Ohio & Mississippi, a distance 
of 130 miles. The capital stock is to be $1,500,000, The 
incorporation is intended to supersede that of the Evansville 
& Seymour Company, made a few weeks since. 


Galveston, Harrisburg & San Antonio.—Quite an 
active competition for freights exists between this road ana 
the Gulf, Western Texas & Pacific, the latter seeking to 
draw freight to its line by reducing rates enough to compen- 
sate for the longer haul in wagons required. So far this 
road has made no material reduction. 

A number of tracts of land along the line have been sold 
to immigrants from England, and the company expects sev- 
eral colonies to settle on its land-grant this year. 


Grand Trunk and the Great Western,—A dis- 
patch from London, England, Sept. 22, says: ‘ The direc- 
tors of the Great Western Railway of Canada have issued a 
wens) report on the proposals for fusion with the Grand 
Trunk Railway, which will be submitted at the meeting of 
the shareholders on Oct, 2, The report states that th» policy 
of the Great Western has always been peaceful, ard that of 
the Grand Trunk Company aggressive. The inability of the 
Great Western Company to pay dividends is attributed to 
the persistent competition of the Grand Trunk road. The 
directors of the Great Western Company insist on a division 
of all competitive traffic, and maintain that Sir Henry Ty- 
ler’s amalgamation proposals are illegal, as no such arrange- 
ment would be binding without the sanction of the Canadian 
Legislature. The Great Western Company is willing to 
enter into any arrangement which will put an end to the 
competition, but not on the terms proposed by Sir Henry 
Tyler.” 


Great Western, of Canada.—lIt is reported that this 
company has concluded an arrangement by which it secures 
the right to run its cars over the Canada Southern track be- 
tween Detroit and Toledo, If true, this indicates that the 
company has given up its intention of joining in the con- 
struction of an extension of the Wabash road to Detroit. 


Happy Hollow.—This company has been organized to 
build a short spur from Bechtel, O., on the Snow Fork 
Branch of the Columbus & Hocking Valley, to the town of 
Doanville. It will be all in Athens County, and the capital 
stock is to be $20,000. 


Hudson Tunnel Railroad.—This company having 
yaid the land damages awarded for land taken from the 
laware, Lackawanna & Western road, the injunctions 
against it have been dissolved without opposition, The com- 
any is propering to resume work on the shaft at the Jersey 
ity end of the tunnel. 


Indianapolis, Cincinnati & Lia Fayette.— A recent 
circular from the Purchasing Committee appointed by the 
bondholders says: ‘The undersigned, Purchasing Commit- 
tee, take pleasure in announcing that a majority of the 
holders of t 
have signed the agreement of reorganization, and it is now 
in full peed It is believed that decrees for the sale of the 
property will soon be entered. To fully carry out the plan 
will require a large sum of money, which, by the terms of 
the agreement, is to be raised by the sale of certain bonds 
and stock of the reorganized company, the particulars of 
which are stated in the agreement, a copy of which we en- 
close. It is necessary for us to know, at an early date, to 
what extent these can be sold. Therefore, we hereby offer 
your proportion of the same to you, and notify you that 
vour option of taking them will expire on the 15th day of 
December, 1879. All not then taken will be disposed of in 


at present. t 
tice given to those who subscribe.” 


Knoxville & Cincinnati Southern.—At a recent 
meeting of the directors of this company in Knoxville, 
Tenn., a committee was a »pointed to secure subscriptions to 
the stock in Knoxville, incinnati and other places. An 
agent was appointed to secure the right of way along the 


company operating the road. 





issue upon its 201 miles of road $1, 


the stock unexchunged and still held by the stockholders. 


he bonds of 1869 and of the funded debt bonds | 


accordance with said agreement. No money will be required | 
It will be called in installments, and ample no- | 


proposed line from Knoxville to Emory Gap, and it was re- 
solved to have the line located, and to see if assistance could 
be secured from the Cincinnati Southern Trustees or the 


La Fayette, Bloomington & Muncie.—Under the 
consolidation by which this company was formed it will 
,000 stock, $2,500,000 
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| Aicbanevtemnie 6 per cent. bonds, and $1,000,000 income 
| bonds, $4,500,000 in all, or about $22,500 per mile. The 
| fixed interest charge will be $150,000 a year, or $750 per 
| mile of road. 


| Lake Erie & Western.—Under the consolidation 
agreement by which this company succeeds to the Lake 

| Erie & Louisville, it will issue $1,815,000 first-mortgage 

| 6-per-cent. bonds, $1,485,000 income bonds and $3,000, 

| capital stock. It has 165 miles of road, 110 miles complete, 

| and 55 miles under construction. 


| Little Rock, Mississippi River & Texas.—Work has 
been begun on an extension of the Ouachita Division from 
Collins, Ark., westward to Monticello, 20 miles. 


Louisville, New Albany & St. Louis.—At a recent 
meeting of the board, it was resolved to let contracts for the 
zrading of the 20 miles of road through Pike County, Ind. 

he towns on the line in that county have all voted taxes in 
aid of the road. 


Macon & Augusta.—The Georgia Legislature has passed 
a bill to relieve this company from the payment of the taxes 
assessed upon its property for the years 1874, 1875, 1876 
and 1877. The amount, with accrued interest, penalties and 
costs was about $160,000. The bill has been signed’ by the 
Governor. 


Marine, of Massachusetts.—This company has been 
organized to build a little railroad about two miles long from 
the Hingham Steamboat Company’s wharf in Hull, Mass., to 
the steamboat landing near Strawberry Hill. 1t is intended 
for pleasure travel in the summer. 


Mill River.—A new survey has been made for this road, 
and it is said that there is some prospect that it will be built. 
It will be abranch of the Housatonic road, running from 
Canaan, Conn., to Mill River, Mass., eight miles. 


Minneapolis & St. Louis. — Work is actively pro- 
gressing on the extension of this road from Albert Lea 
Minn., to Ft. Dodge, Ia., and the grading is nearly finisuec 
to Forest City, Ia., 80 miles. Track is laid from Albert Lea 
to Nunda, Minn., 10 miles, but work has been much de- 
layed by the difficulty in getting rails as fast as they are 
wanted. The company expects to run trains at least as far 
as Forest City this year. 


Missouri Pacific.—The New York American Exchange 
says: “Steps have recently been taken to place the trust 
receipt certificates of the Pacific of Missouri Railroad stock, 
amounting to about $4,000,000, on the Stock Exchange 
list. The stock of the old company amounted to $7,000,000. 
The road was foreclosed, and bought in by Commodore 
Garrison, but it is claimed by some of the stockholders 
that the transaction was illegal, and about four-sevenths of 
the stock has been deposited in trust, for which trust receipt 
certificates have been issued, the object being to bring suit 
to set aside the sale on the ground of fraud. During the 
latter part of last week the stock was resurrected at the 
Stock Exchange; the first sale being made at 2, from which 
the price advanced during the same day to 5, and has since 
sold as high as 12. It is claimed that some of the holders of the 
trust receipt certificates suddenly lost faith in the success of 
their suit, and concluded to take advantage of the unex- 
pected advance in the price of the stock and sold, but were 
sorely disappointed on discovering that the trust receipt 
certificates were nota good delivery for the sale of the 
stock; hence, it is claimed, the object of placing them on 
the list.” 


Monterey & Salinas Valley.—It is reported that this 
company, which has been in financial difficulties for some 
time, has sold its road to the Central Pacific Company. It 
is of 3-ft. gauge, and extends from the Southern Pacific at 
Salinas, Cal., to the old town of Monterey, a distance of 18!¢ 
miles. 


Nantasket Beach.—This company has been organized 
with $50,000 capital stock, to build a railroad along Nan- 
tasket Beach, a popular summer resort near Boston. The 
ae line will be four miles long, from the Rockland 
louse along the beach to the the Strawberry Hill wharf and 
Point Allerton. 


New York & New England.—The Massachusetts 
Railroad Commission, having investigated complaints made 
by residents along the line of this road, about the excessive 
and annoying use of the steam whistle by its locomotives, 
has made a report, in which the Commissioners say that 
since the sixth annual report, when the use of the whistle 
was discussed, improvements in electric signals have 
strengthened the argument against the whistle, excepting as 
a danger signal, and the experience of other roads has been 
added to that of the Boston & Albany, then referred 
to, to show the practicability of dispensing with an- 
noying methods of commanding the attention of employés. 
Tne board therefore recommends to the managers of the 
New York & New England Railroad that they discontinue 
| the use of the whistle, within the limits of Boston, and in all 
| compact villages, except as a danger signal, and that, as soon 
| as may be, they provide electric signals for the crossings 
| which are protected by gates or flagmen. And the board 
| hopes that at an early day all grade crossings will be, either 
| voluntarily or in obedience to law, supplied with these or 
| some other effective signals. The board also recommends, 
| on the testimony laid before it, that renewed applications be 

made to the proper authorities for such a depression of the 
| highway at the crossing of Dudley street as to make it pos- 
| sible for the railroad to cross by a bridge. 

It is proposed to build a road from Walpole, Mass., on this 
road through Wrentham to Valley Falls, R. I., on the Provi- 
| dence & Worcester road, a distance of 114% miles. Itisa 
| revival of an oid project, and would give this company a 
| branch with some local traffic, and a line to Providence a 
| little shorter than its present one, by Franklin and Valley 
| Falls. The town of Wrentham has voted to subscribe 
$20,000 in aid of it. 








| Norfolk & Ocean View.—This road has been completed 
| and was last week opened for business. It is about 16 miles 
| long, and is alight suburban line extending from Norfolk, 
| Va., to Ocean View, a popular resort. It is intended partl 
for pleasure travel, but is also expected to have some traffic 
from the truck farms along the line. 
| 
Northwestern Grand Trunk.—The Detroit Post and 
Tribune says: ** The section of road between Flint and Lans- 
\ing, formerly known as the Chicago & Northeastern, having 
been transferred to the Northwestern Grand Trunk, was 
| formally taken possession of at noon on the 19th inst., by 
Major Peck, the General Manager of the latter road. The 
final action with regard to this division will be taken at a 
| meeting of the board of directors next week. In the mean 
time, the whole through line is now open and in opera- 
tion.” 
A surveying party is now at work from Valparaiso, Ind., 
westward, locating the extension of the road toward Chi- ; 
| cago. 
Northern Pacific.—Track on the new Yellowstone Divi- 
| sion is now laid for 40 miles out from the starting point at 
Mandan, Dak., on the Missouri, opposite the old terminus at 















SEPTEMBER 26, 1879] 


THE RAILROAD GAZETTE 








Bismarck. The grading is nearly finished for 100 miles out. Securities on the New York Stock Exchange.— | the Cape May & Millville with this company has been si, i 

The coal deposit on the road, miles west of Mandan, is | The following securities have been placed on the lists at the | The change will be merely a formal one, as the Cape y & 
being worked and promises very well. The coal already | New York Stock Exchange: Millville road is already worked by the West Jersey Com- 
taken out has been tried on the locomotives, and makes steam, La Fayette, Bloomington & Muncie.—Stock, $1,000,000; | }any under a perpetual lease, and the lessee owns a control- 
very well. ant se ay yoy cent. bonds, $2,500,000; income q per | ling interest in the stock and a large part of its outstanding 
we a been 1 ip me on the pe at Mandan, which is to om eg S, a2 — = nds, 

a handsome and convenient building. e Brie 7estern.—Stock, $3,000, ; first-mortgage = _ : 

Cattle from Montana have begun to arrive at Bismarck, |6 per_cent. bonds, $1,815,000; income 7 per cent. bonds, | octimenlatiomtante dbus tne a A pe bes 

and several herds, enough to fill 96 cars, were received there | $1,485,000. This is a reorganization of the Lake Erie & | from Newfield, on the West Jersey road, 80 miles f 











last week, and were to be sent forward this week. Louisville. | 
Apparently it is the intention to push work on the Pend 
d’Oreille Division west of the Rocky Mountaius. The com- 
any has been advertising in Oregon and Washington papere 
~ 350,000 tamarack or fir ties and 10,000,000 feet bridge 
lumber to be delivered at the mouth of Snake River during 
next spring and summer; 50,000 pine ties to be delivered | 
along the line southwest of Spokan Falls during next sum- 
mer; 5,000,000 feet bridge lumber, to be delivered at Spokan 
Falis next summer, and 175,000 tamarack or fir ties, to be 
delivered along the line between Spokan Falls and Lake 
Pend d’Oreille next autumn. ; 


Ohio & Mississippi.—Receiver King reports as follows 
for the month of August: 











Gaels 60: band; BUG. Bids. .oc00s's., udatdbsons corte e tes $27,609.41 

Baosints frOes GU BOUTON 22.002, osvesacnanbeeceed.smase 390,027 .97 

| rE ep OPT ee ee $417,637.38 
Vouchers prior to Nov, 18, 1876 2.32 | 
Vouchers, pay rolls, etc., subsequent to | 
Ts Eh UDO. ccc cudebcscoscveonss+s0eOwee 266,730 .59 | 
- | 

Cash on hand, Gept..1....6.5 0. cvievevives cavecotwen $139,124.47 





The receipts exceeded the disbursements by $111,515.06 
for the month. jee 


St. Joseph & Denver City.—Track is reported laid on | 
the extension of this road from Hasting, Neb., northward to 
the Union Pacific at Grand Island, a distance of 28 miles. 
The extension has, it issaid, been built and paid for by the 
Union Pacific 


Pennsylvania,—It is said that the Lewisburg, Centre & 
Spruce Creek road is to be extended from its present ter- 
minus at Spring Mills, Pa., west by south to Pennsylvania 
Furnace in Centre County, a distance of about 25 miles. 

In the matter of the application of the Receiver of the 
Central Railroad of New Jersey for an injunction to restrain 
the building of a branch from this road in Jersey City 
to the National Storage Company’s docks at Communipaw, 
crossing the Central track, the Chancellor of New Jersey has 
decided to grant the injunction. A company was organized 
under the general law to build the branch, and the Chancel- 
lor holds that it was not legally organized, as it is intended 
merely as an adjunct to the National Storage Company’s 
property and is really a private concern and not for public 
use or benefit. The case will probably be appealed. 

This company’s statement for August shows for that month 
as compared with August, 1878, on all lines east of Pitts- 
burgh and Erie— 


An increase in gross earnings of ................2.-e0e coer $10,117 
An increase in CZPORNEE OF. 052. 60iccsavedveteebbes we osese 239,771 
Net decrease....... Pa SER ES ee eee . $229,654 


For the eight mouths ending Aug. 31, as compared with 
the corresponding period in 1878, the same lines show— 


| tratlic in lumber an 


St. Louis & San Franeisco.—New 6 per cent ds, 
$1,100,000, secured by mortgage on the lately-bought Mis- 
souri & Western and Joplin roads. 

St. Paul & Sioux City.—Common stock, $4,600,000; pre- 
ferred 7 per cent. stock, $4,600,000; first-mo e 6 per 
cent. bonds, $4,600,000. These are the amounts of securities 
as authorized under the recent consolidation with the Sioux 
ra | & St. Paul. 

Yabash.—New mortgage 7 per cent. bonds of 1879, 
amount $2,000,000. 

Columbus, Chicago & Indiana Central.—First consolidated 
mortgage trust certificates assented to supplementary agree- 
ment. 


Southeastern, of Canada.—Since the lease of the 
Montreal, Portland & Boston this company has a line of 
considerable importance in Southwestern Quebec, serving 
locally a iarge district, besides claiming a share of the busi- 
ness between Montreal and the New England cities. Its 
main line now runs from Newport, Vt., where it connects 
with the Passumpsic road, northwest 101 miles to Longueuil 
on the south side of the St. Lawrence, whence connection is 
made by steam ferry to Montreal. It also owns and works 
the Northern Division. which leaves the Main Line at Sut- 
tun Junction, P. a 40 miles from Newport, and runs north 
to Acton on the Grand Trunk and thence northwest to Sorel 
onthe St. Lawrence at the mouth of the Richelieu; this 
division is 96 miles long, making 197 miles worked by the 
company. The Northern Division runs through some of the 
best farming count = peers, and has also a considerable 


Tennessee Central.—An effort is being made to secure 
the completion of a section of this road, which was partly 
graded several years ago. The estimated cost of finishing 
the 33 miles from Huntingdon, Tenn,, on the Nashville, 

‘hattanooga & St. Louis road, westward to Trenton is $205,- 
000, and it is stated that the Nashville, Chattanooga & St. 
Louis Company is willing to aid in the work, provided old 
suits now pending against the Tennessee Central Company 
= be settled, and a reasonable amount raised along the 
ine. . 


Texas & St. Louis.—Surveys have been completed for 
this road from Tyler, Tex., to Corsicana, a distance of 73 
miles. A contract bas been signed by which the company 
agrees to have the road in operation from Texarkana to 
Corsicana by Sept. 10, 1880, in consideration of aid to be 
received. The extension from Corsicana to Waco is also 
promised next year. 


Utah & Northern.—Track is now laid and trains are 
running to a new terminus known by the euphonious name of 
Devil’s Dive (which, by way of contrast is not far trom 
Pleasant Valley), 40 elles northward from the late terminus 
at Camas, Idaho, and 284 miles from Ogden. A few more 
miles will bring the road into Montana, which is now the 
only territory in the United States, except Alaska, that has 
no railroad. 

The road is now the longest continuous narrow-gauge line 





An increase in gross earnings Of........ ..........00000- $1,218,412 
Au increase in GRPOMEOG OE ss5. 5 vhs o0¢s0csiae s+ tary, sages 999, 756 
OORT. 0.0.0 sincranin 94046 enicashitis sonnets ee ene $318,656 


For the eight months all lines west of Pittsburgh and 
irie show a surplus over all liabilities of $99,952, being a 
gain of $290,622 over the same period in 1878, 


Pittsburgh Southern,—This company now has under 
contract an extension of 15 miles from Virginia Junction, 
22 miles from Pittsburgh, southward to Hilisboro on the old 
National Road. From Hillsboro it is 830 miles due south to 
the line of West Virginia and 10 miles from the line to Mor- 
gantown, the country seat of Monongalia County, and the 
leading town of that portion of the state. The extension to 
Morgantown will open up a comparatively new country, and 
will reach large deposits of iron ore in Greene County, Pa., 
and in Monongalia County, W. Va., from which, it is 
claimed, ore of a superior quality can be delivered at the 
Pittsburgh furnaces at a much lower rate than any they can 
now obtain. The projectors of the road do not intend to 
stop at Morgantown, however, but to build on to the Balti- 
more & Ohio at Grafton and thence southward by Philippi 
and Beverley to the Chesapeake & Ohio road. 


Portsmouth & Dover.—lIt is probable that the trouble 
with the Eastern Company over the lease of this road will 
be referred to arbitrators after all, provided the Eastern 
will accept the agreement which counsel for the Portsmouth 
& Dover are now preparing. 


St. Louis & Southeastern,—Auditor E. Young’s state- 
ment for the month of July is as follows : 





St. Louis Kentucky Tennessee 
Div. Div. Div. Entire line. 
Gross earnings. ..$74,145.66 $42,587.61 $10,938.92 $127,672.19 
Expenses......... 40,767.96 25,012.48 = 11,838,12 77,618.56 
Net earnings .$33,377.70 $17,575.13 *$899.20 $50,053.63 
Per cent. of ex- 
penses 55.09 58.71 108.22 60.78 


* Deficit. 

As compared with July, 
crease of $32,825.58, or 33.9 per cent., in gross earnings ; a 
decrease of $2,706.86, or 8.4 per ceut., in expenses, and an 
increase of $35,032.44, or 333.2 per cent. in net earnings. 

This is the last report including all divisions of the road. 
From Aug. 1 the reports will cover only the St. Louis Divi- 
sion, the Tennessee and Kentucky Divisions having been 
transferred to the Louisville & Nashville Company, pur- 
chaser at foreclosure sales. 


St. Louis, Kansas City & Northern.—Track on the 
new Omaha extension is now laid from Pattonsburg, Mo., 
northwest to the Iowa line, 74 miles. The track on the 
Council Bluffs end has reached Malvern, Ia., 35 miles from 
Council Bluffs, and work is pro ng steadily on both 
ends of the line. It is expected that the two ends will meet 
before the middle of October. 


St. Paul Eastern Grand Trunk.—At a meeting of 
the directors last week several thousand dollars of stock 
were soporte already taken. 
open subscription books at all the important points along the 
proposed line. It was resolved to begin work at once on a 
section of 12 miles, from Chippewa Falls, Wis., to Cadotte 
Falls, and to complete it as soon as possible. 


St. Paul, Miasereste & Manitoba.—Recently suit 
was begun by a Mr. Sablgaard, a Dutch bondholder, in the 
United States Circuit Court at St. Paul, Minn., to determine 
the legality of the foreclosure and sale by which this com- 

acquired the St. Pau) & Pacific lines. Last week two 


pan 
vaditional bills in equity of a similar character were filed by 
counsel for A. Meshant and B. H. Strucker, bondholders. 





1878, the entire line shows an in- | 


Arrangements were made to | 


in the United States, though it has not yet so many miles as 
the Denver & Rio Grande. But the main line of that road 
is only 250 miles long. 


Wisconsin Central.—The Commercial and Financial 
Chronicle says: ‘‘ The tollowing are the principal details of 
the plan proposed for the reorganization of this road, There 
are to be issued: 


bed! 60nd Wedce s b0tbere cbc bbha Pa SEMSaR es opeiiots $400,000 
Consolidated bonds, first series............ 0 cecccceeeeeee 3,800,000 
Consolidated bonds, second series............ see ee 5,700,000 


“The principal of the preferred bonds is to be payable 5 
per cent. yearly, in semi-annual payments, beginning June 


"“ The first series of consolidated bonds will draw interest 
for three years from July 1, 1880, at 2 per cent., and after- 
ward 5 per cent., payable January and July. . 





years, and 7 afterward, contingent on the earnings after all 
prior payments, and also $30,000 per year for improve- 


“The second series will draw not over 2 per cent, for three | 


_ bonds, | Camden, west by south to Atlantic City, about 34 miles. 


In connection with the West Jersey road it would form a 


third line from Camden to Atlantic City, somewhat longer, 
| however, than either of the two existing roads. 





“ANNUAL REPORTS, 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 







































Page. 

Allegheny Se | Long Island........ 0 .....+ 
Atchison & Nebraska .......... 805 Maine Central............ 

Atchison, Topeka & Santa Fe.. 277 hester & Lawrence 8 
Atlanta & Charlotte Air Line... 204 Marquette, Houghton & Ont.... 362 
Atlanta & West Point.......... 505 assachusetts Minor Railroads 446 
Atlantic & Great Western. 172, 170 his & Charleston. ....... 191 
Baltimore & Potomac.......... 832 M chigan Central 

joston & Albany....... 78 Mississippi & Tennessee 5 
Boston, Clint,, Fitch, & N. 12 Missouri, Kansas & Texas 434 
Boston, Concord & Montre Mobile & G.rard...... . 384 
Joston & Lowell.... ....... Mobile & Montgomery 320. 
Boston & N. Y. Air Line .... Mobile & Ohio...... ..... 505 
Calvo & Db, TAUB. .0.0008 corccee Montpelier & Wells River...... 152 
Camden & Atlantic............ Morris & Ea8@X.....6...00ce sees 248 
Central, of lowa .......... «++» Nashua & LOWELL. .....ceceeeeeee G 
Central, of New Jersey......... Nashville, Chatta, & St. L..... 401 
Central Pacific......  ..... Natchez, Jack, & Col,..... 24 
Charlotte, Col. & Augusta New Jersey Midland,.... 

Chartiers (P., C. & St. L.) N. Y. Lake Erie & West 





Chesapeake & Ohio....... ag York & New England 








Chesapeake & Ohio Canal > .Y.,N. H. & Hartford ‘ 

Chicago & Alton ... eee N. Y., Providence & Boston.... 12 
Chi, Burlington & Quincy..... 186 New York State Engineer...... 127 
Chicago & East. Illinois... 192 Northeastern (8. C.)........6605+ 40 
Chicago & Lake Huron.,... .... 410 Northern Central..... acsacece SEE 
Chicago. Mil, & St. Paul....,... Northern (New Hampshire),.., 304 
satongo & Northwestern...450,457 North Pennsylvanta 252 

*hi., é e¢ 


Cc wk Island & Pac... .872, 3 
Cin., Hamilton & Dayton... 
Cin, & Mus. Val, (P., C. & St. L.) 


Ogdensburg & Lak 

Ohio & Missiasippt.. 
Gregon & California 
Paducah & Elizabethtown 

















Cleve., Col,, Cin. & Ind ........ 
Cleve,, Mt. Vernon & Dela...... 401 PAMAMB.........-0cesereeseeerese 
Cleveland & Pittsburgh....... 218 Pennsylvania,..............+ 28, 
Cleve., Tus, Val. & Wheeling... 218 Pennsylvania Company... .218, 434 
Col,, Chie, & Ind, Cent, (P., C. Pennsylvania & New York..... 

& &. L,)......- on egpeooesoecsess 205 Pensacola & Perdido 
Col. & Hocking Valley. 820 Philadelphia & Read 
Columbus & Toledo.. 320 Phila., Wil. & Baltimore 
Concord.,........ am 202 Pitts., Cin, & St. Louls 
Concord & Claremon 22 Pitts.. Ft. W.& Chi (Penna, Co.) 


Connecticut Minor Railroads. . . 


1, 218 
206 





Conn, & Passumpsic Rivers.... 402 Pitts., Tituaville & Buffalo...... 
Connecticut River............. 66 ~Pitts., Wh. & Ky. (P.,C, & St. L,) 205 
Cumbecriand Valley............. 86 Portland & Ogdensburg... ... . 91 
Jakota Southern........ .... 66 Providence & Worcester....... 
Javenport & Northwestern .. 470 geese, Mont., Ott. & Ocet....,. 422 
payeos & Southeastern .... 106 Richmond & Danville...... ... v1 
Ec cnusendéded.ceeras 54 Richmond, Fred. & Potomac,., 78 





Jelaware & Bound Brook 
Jelaware & Hudson Canal, 


Rock Island & Peoria 
Rome, W'town, & Ogden 


















Del, Lack, & Western RUtlANa. .0.- ssccpccsessvercvecce 
Detroit & Bay City........ St. Joseph & Denver , 2 305 
Jetroit, Lan, & No....... St. Louls, Alt, & Terre Haute .. 445 
Jeluware Western............4+ St. Louts Bridge & Tunnel,,.... 468 
Eastern.... ... ; . St. Louis, Lrom Mt, & Southern, 180 
OD EVER ci cccosvccsevece ees St. Louls, Kan. City & Northern 102 
Er e & Pittsburgh (Penna. Co.).. St. Louis & San Franciseo...... 446 
Fitchburg.... ......+ . St. Louis & Southeastern... 

Flint & Pere Marquette » 806 St. Louls, Van, & Terre Hau 

Galv., Houston & Henderson., 78 St. Paul & Duluth ............. 
SPO a be 00.045 cn snaseoneberers 804 St, Paul & Sioux City........ .. 
Grand Rap'ds & Indiana....... 468 Sandersville & Tennille........ 
Grand Trunk,..... . os cece BEF = BOROEO VAMC 000 cc0cceses sevcveee 
Great Western, of Canada..... 278 Sioux City & St. Paul 

jannibal & St. Joseph....,.....152 South Carolina,....... 

fartford, Prov. & Fishkill .... 122 Southern Central..... 

Havana, Rantoul & Eastern. .. 232 Southern Minneso 






LOUBATONIC....... ceee ceeee 
Houston & Texas Central...... 
funt. & Broad Top Mountain. 

Illinois Central.... 58, 1 
Illinois Minor Railroads........ 
Ilinols Railroad Commission, . 


Texas & Pac 
Troy & Boston ... 
Union Pacific 
United New Jersey 
U.8 Rolling Stock Co.....,. .._ 77 












ndianapolis, Bloom. & West.. 205 Utica & Black River............ 
ndianapolis & St. Louis....... 4 Vicksburg & Meridian.... 

nd, & Vincennes (Penna, Co.)., 218 Virginia Minor Railroads, 
nternational & Gt. Northern,, 205 Wabash... .....-..-sresecssee 

owa Minor Railroads,,........ 468 Wash, City, Va. Mid, & Gt.8o,, 54 
lowa Ratiroad Commission. ... Western Rallroad Association.. 44 
Jeff., Mad. & Ind, (Penna, Co,),. 218 West Jersey oo. cecececcreveee ON 
Kan. City, St. Joe & C. Bluffs... 393 Wilmington & Northern,...... 348 
Maneas PACIHC. .......scccccess 121 Wilmington & Weldon..... - “6 
Kentucky Central,......... 320 Wisconsin Minor Ratlroads.... 506 
Lake Shore & Mich. South., 254, 261 Wis. Railroad Commission,... 70 
Lehigh Valley........ ceseeesee SOL Worcester & Nashua ........... 106 
Leaven., Lawrence & Gal...... 820 Worthington & Sioux Falls... . 480 
Little Miami (P., C. & St. L.).... 206 





Pullman Palace Car Company. 








ments. he first payment is to be July, 1881, and then and 
thereafter each payment will be based on the six months’ 











| earnings for the half-year ending six months before. In- 
| terest is not to be cumulative. 
“The company owes the following debts: 
To those who did not fund July 1, 1875, the cash since 
paid to those who did fund........ RS ee are $71,289 
To those who did fund there was due Jan, 1, 1879.... 24,000 
To holders of land income notes (a first lien on land 
f. GRR Sea PTR aT Ay eT ee 280,000 
For interest on these items before settlement 24,710 
ee a $400,000 
| BONDS. 
| To holders who funded 9 coupons July 1, 1875......... $3,594,000 
| To holders who did not fund July, 1875....... ......... 1,091,500 
Coupons due July 1, 1875, to Jan, 1, 1879... .$1,291,040 
Interest on same at 7 per cent, to Jan, 1,1879 180,712 
— --—— 1,472,652 
To hok ers of bonds sold ex ten coupons..... 3,482,500 
Lease three COUPONS........  csecceseccceces 340,066 
— 3,142,454 
BORNE sds eeveceddsoaces diveebe o cadddccetibeoeont $9,300,586 


‘This indebtedness is to be oe 40 per cent. for 
| first series and 60 per cent. for second series, and any sur- 
plus of new bonds may be sold for benefit of the company. 

“ A bond with coupons unfunded will be settled thus: 


[Un ntan. . Unesndakh ceaseah anes: ‘thane abeneeae.. Pee 1,000.00 | 
| Eight coupons, $35 each, July 1, 1875, to January, 1879 280,00 
| PRA Tere i 34.30 
| sspaaiveneienin 
i itictewnens cinsanes oedin> aE oiivand $1,314.30 


‘“* Paid by the following: 
To represent cash paid on others .... 
| The 40 per cent. in first series 
| The 60 per cent, in second series .... 


$65.31 in preferred bonds. 
499.59 
749.39 


pehsantsbemeaneeen+hcehangin $1,314.30 


** Stockholders are to transfer 95,000 shares of stock to 
John A. Stewart and Edwin H. Abi trustees of first 


gage are getting and likely to get their maximum annual in- 
terest, each bondholder being entitled to one vote for each 
$100 of bonds held. The present stock of 114,355 shares is 
not to be increased. 

‘*Land income note-holders are to surrender these notes 


1 to Sept. 1, 1879, in preferred bonds.” 
West Jersey.—An agreement for the consolidation of 





-| Central Transportation Co 


mortgage in trust, to hold till all bonds of consolidated mort- | 


and be paid the face thereof and 6 per cent interest, March | 


The statements below are from the report of this company 
| for the fiscal year ending July 31, 1879. At the close of the 
| year the financial statement was as follows: 

| Liabilities; 

| Stock, 59,382 shares 


divek wane “<n $5,038,200 .00 
| Currency debenture bonds, 8 per cent.$1,593,000 .00 


Currency debenture bonds, 7 percent, 199,000 .00 

Sterling debenture convertible bonds, 4 
FT POP COM. cccces secvccccovcseees 218,000.00 

2,010,000 .00 


410,015.68 


Amount received from sale of old cars leased from 


| Surplus, guarantee fund account 15,728.55 
- sinking fund account.... 700,000 00 
| income account.... ée 3.021 602.42 
- . 3,737,330 .97 
en $12,104,544.65 
Assets: 
Cost of 464 cars, equipment and fran 
| Chi8@B.......- .++eseeses. ‘ .. 88.542, 501,84 
| Car works at Detroit, cost ; 345,823 .54 
| Patents, United States and foreign, 
XY Sea bavicenas axalege sett 164,383.43 
| Furniture and {)xtures, 52 offices, cost 63,360 .53 
Real estate in Chicaro, eo t... ais 22,001.66 
Amount invested in other car associa- 
| tions controlled and operated...... 2,379,622.54 
| Construction material and operating 
supplies, including payments on 
cars in course of construction...... 280,887 .20 
Balance of accounts, bills, etc... 138 409.38 
Cash on hand and in bank...... 167,754.44 





12, 104,544.65 
The 8 per cent. currency debenture bonds show an increase 
of $47,000; the 7 per cent. bonds a decrease of $404,000, a 
net reduction of $357,000 in the funded debt. The annual 
| interest charge is $156,630, or $338 = car per year, The 
sinking fund was increased by $100,000, The surplus ac- 
counts had credits and charges as follows: 
Surplus accounts, July 31, 1878 
| Net surplus for the year, as below 


. eee $3,488,951 .69 
326,402 .68 


sesceesee sss $3,815,354. 37 
$29,3 


Total.... 
Less written off for old ca’ 


rs sold, re 


placed, C6C.... .+  sereseescess ar 16.11 
Less loss by C. W. Angell, including ex- 
penses of capture, rewards, etc........ 48,707.29 


78,023.40 


Sum of surplus accounts, July 31, 1879 $3,737,330 .97 
This amount is invested in assets of the company. The 
number of cars was increased by four, the cost by $51 
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NEW YORK MINOR RAILROADS IN 1878, 
PROPERTY LIABILITIES. TRAFFIC. 
! i 9| 8 z a 2 ? 3 PF 
3 F ; b& | g Fs “4 £. Z = 3 © e 
4 5 5 & 
Name or Roan. es : fattn 2 = R i 53 8 
, 3 5. “4 t 5.8 
i f : g|i8 | F 2 5 "ms oan 
° : = i : 3 5 
; | 2 : oo) =a y : pan 
nee : : ; 7 a iS 4 & 
ode : 8 F a Be 
4 Ait: 4 : a 5 
; Boal ye a 5. @ 
| | 3. Cts. Cts 
Adirondack..............+ 60... 7 55 $4.263,000'6,000,000 1,971,735 50,428 603,574 458,545 ..,...- 
Vath & Hammondsport.......°  9).. | 4 10 75,350 38,000 1, 500 18,864 134,790 40,000 4.00 
Brooklyn, Bath & Coney 
Island 7... 7| 27 Ly a 80,000 73,792) 1,167,740 .. 2.86 
Brooklyn, Flatbush & Goney 
Peete. 0.0 50ensnsd wietemone i ons 5, 40 8 474,845, 604,000 160,866, 64,015 4,190,274 8,845 2.50 
Brooklyn & Rockaway Beach. 4... 3 O11 8 147.500) = 48,000 “2 28,560 190,175 eb e eS ee 
Buffalo & Southwestern (nine | | 
SEpUAA) ... «0 5.590 Dai babe ee i... WU 37 943,800 1,099,707, 197,695 162,720 3,770,017 9,554,156 3.00.. 
Buffulo. New York & Phila- | | 
delphia Sie whtes ue aeanees 121). 25 =) 1 ia 1,.968,950/3,807,500 711.339 500,791, 4,823,676 60,122,768 %3.00...... 
Cayuza Southern... ......... Ae 1 425,000)... 2.6.65 40,190, 77,160 614,807, 4,980,338 3.00 .,.... 
Cayurza & Suequehegee inte oh | I Ea 4 en te 589,11 e 75,544 469.767 1,448,964 4.007,.... 
Cazenovia, Canastota é De | | 
ey ee 29). 2; 4) 12 €14,000 600,000 7,221 28,650 149,472 99,050 5.00. 
Clove Braneh...,.......cs0000 4!.. ee ee 7,500! 5,763 6.312 246.997, 3.00 
Coope seowe & Susquebanna | | 
A BRR al a te 16),...' 2| 3 il 308,405 136,000 2,668, 20,489 371,918 159,110, 5,00 
Oaveieg, Cowanesque & An- | 
trim ... | W)....) 13) 8 750 1,900,000) 500,000 ... . 194,138, 924,768 11,479,710 3.00 
Dunkirk, Allegheny ‘Valley & | | 
Pitt«burgh............. peeore OLj....| 7 12 90 1, 3100,000/ 3,200,000 188,523/408,588) 2 003,828 20,125,653 3.00 .. 
Elmira State Line........ ectes MPG | il line eeeses 90,200) 160,000 . 24:3, 040) 845,150 16,948,754 3.50 
Fonda, Johnstown & cere | } 
ville eyes 10, 16 5 OU 10 300,000 300,000) 34,647) 71,939) 1,106,437 430,024) 4.63 ....... 
Geneva. Ithaca & Sayre. 75}... 19} 10 222 850,000) 600,000 192,249/328,040| 1;764,415 22,431,611 3.00. 
Ce ony Ga... BES 1 200,000; 200,000 86) 23,687) 261,496 1,426,696 3.00 
Greenwich & Johnsonville. ... Pg on, Deere 130, nes) 185,550 48,388) 17, 528) 207,116 fe See eee 
Harlem Extension, South..... 58}... RS LB RRS SNS , . 691136 557,520, + 1,646.400 3.00 
Lake Champlain & Moriah.... 8).. 65 3 134 200, 600) 73.000. 215) 26,649 3,35 1,876,224' 6.67 ...... 
Middleburg & Schoharie...... 6). Bline? 2 85.000 is, 000 200° 15,268 4: 24,195 5.00..,... 
Middletown & Crawford...... WG itnshostbleases bodo.rve 122,300 WU sce vase 17,718 139,209 70,233 «43.00 
Newburg, Dutchess & Con- | 
necticut. aes BE BU ee 887,350/1,314,500) 191,958/110,001) 712.299 2,319,610 2.63 
New York & Manhattan Beach 5) 18 11) 78 29 500,000) 829,000, 45, 000} 181,874 372,449 126,300! ......1.... 
Olean, Bradford & bidenapacin 1g... é 6 118 ES. Ore | 42 626) O18) 565 crane ».00 
Ontario Southern.. f $ a 4 42 558,300) 994,300 41,314) 63,261) 334,478 $28,872 3.00 
Oswego & Syracuse. a 3. 14/ 19 299 1,320,400! 461,500  43,768/113,836 2,390,504) 9,703/5 Vesbe. 
Port Jervis & Monticello... || 2| 2 vt ee 16,000! 33,390 477,096 277, 640 3.00 
Poughkeepsie, Hartford & | | 
BDostats Fo ea eats as 42, 65 4 56 60 $50,000, 535,00° 41,035 76,503) 736,372 484, 822 . URL oe 0.00: 
Rhinebeck & Conneeticut oA ots 35) 7 6 4 180 614,500 800,000 71,498: 55,212 159,059 2,055,343 3.00... 
Rochester & State Line....... 10%)...., 11] 12 232 22,004 2,178,400) 109,387 212,668 1,830,272 12/124. t 
Rome & Clinton........0c0006. SS ree Carat ag 275,000 = 20,000 9,000; 16,092 220,463 314.607, 3.00...... 
Schoharie Vailey....... » 6eeees 4 _ See 100,000 34,500 1,000 15,560 142,500 51,500 5.00.... 
iver LAW oo is isi ekcalddiess 2; 2 l 120,127 15,000 467, 10,000 92,000 48.728 5.00 .... 
Skaneatiles........... AN SE %} 2, 5 77.800 %5,000 3,000| 12,600 98,576 56,567, 6.00... 
Staten Island............. 4, 9 7 210,000 300,000 5,300) 72,280; 2, 7U7T ABE... cecccclsssees 
Sterling Mountain... ......... 2} 1) 144 80,000 350,000 .... 6,000 4,990 243,693 
Syracuse, Binghamton & } 
WOW WOON, 20 vince ctabedesie 81). 13) 11) 380 2,004,000 2,119,525; 140,362 543,817 3,956,704 56,896,838 .......... .. 
Syracuse, Chenango & New 
York... 43). 4) 8 60 801,400 261,400. £40 1,542,823 759.319 3.00...... 
Syracuse, Geneva & Gorning.. We sind sbeatoes dik bee Se 1,162,400 1,000,000! 461,066 174. 702 1,023,243 14,245,250 3.00....... 
Ulster & Delaware............ 74 12, 131 = 1,152,100 1,478,600 57,982|104.753| 1,780,272 1,548,887)......|...... 
Utica, Chenango & jue- | 
hanna Valley............. 98 . 17, 21 83 4,000,000 .......... i? 103/265, 030, 4,619,404 11,437,325 3.00).. ... 
Utica, Clinton & Bi ton. Blj....) Bi _B...... 640,326, 800, 53,500) 46,214) 859,611 1,490. "872 3.00 
Utica, Ithaca & —— enbeee 66 > ee ee ar eee 211,252] 2,172,627 4,126,622 
WED «pcs nda ites r 93,064) 76,875 658.933 10, 190,420 
Wallkill Valley.. . . 90,054 77,686 945,246 1 098; 277. wool 
Warwick Valley..... REESE ee ee 60 eee 17,180| 200,870) .. roe phenedesreqstaneed 
* Deficit. 








EARNINGS. 
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$68,735! $62,249) $6,486 $',146 $108 91 ........ 
11,222 5,965 5,257| 1,247, 584) 53 $2,660 
52,524; 36,827| 15,697; 7.503 2.242 70 re 
135,346) 59,853) (75,493! 19,335/10,785) 44, 16,260)....... 
20,502} 19,483! 1,019} 5,126 255) 95 ae 
221,650| 171.652} 49.998) 3,323) 746 77 8,800 
864,869) 414,419) 450,450| 7,147 3,425, 48) 250012)........ 
46,601) 74,380] *27,779; 1,226)....... 160 2.411 we 
51,285) 67,470} *16,185) 1,465)....... SG ities ds eve 13,020 
16,063 18,740 *2.677 RR rr ee 
19,885 16,763 3,122; 4,971; 781) 84.......... 
33.236 17,377 15.859) 2,077 91) 52 9,913) ......-. 
365,920) 252,162, 113,758) 5,154) 1,602, 69 .|119,000 
331,778) 332,423 *645| 3,646).......| 101 22,400) ...5. .. 
316,523) 188,701} 127,822) 6,206| 2,506! 60 48,704|.....:.. 
102,268} 61,885| 40,383) 3.933! 1.630) 61 
264,996) 81,134) *16,138) 3,533)... ...| 106 
35,715 23.275 12,440! 4,464) 1,555) 65 
27,040 14,865} 12,175) 1,931) 870) 55 
58,523 99.441 *918; 1,006)....... 102 
1: 0, 824, 42,154 88.670) 16,353/11,084) 32 37 
7,281 5,923) 1,358; 1,214) ‘226 81 1, 260) . 
23,756! 14.719! 9,037| 2.736 904) 62 5, 6 De dansen 
| | 
135,823! 129,902! GO21! DBUOB 100) OBi....6c.cdvchecdiicr.. 
298.147, 159,280! 138,867 3 : 53; 56,538|:....... 
48.969 28,643) 20,326 767. 1,5 53 
30, 790 38,907 *8,117 906 ; 126 “16 17) 
219,173, 79,010) 8,234 2,257; 76, 118,836) 
24,351 5 l 810! 





3,603 





67,418 *11,121) OGRE sr4.. 
1,163 8,200)......-. 
82,403 7,090 
"ge ea” a es ant 
7,397 1.) ae 
J 4,482 ~ TRESS 
3,9 2.053 4,000 
. 47,234 23,093 
21,975 17, "803 4,172 3,290 
593,024 413,943 179,099 141,400'........ 
80,581) 69.516 11,065 RES RR 
218,024) 144,657, 73,367 35,000|..... .. 
168,158 136,497) 31,661| 8,302)......+ 
' | 
411,353 279.303) 132,050 .s» +» /240,000 
78,100 59,522] 1815 70,000 
147,542 151,454) *3,912 bes 
154,499! 83,622) 70.877 60,000}........ 
84,736 66,323) 18,413 16,602)........ 
41,310 22,658) 15,652 4,200 15,750 


The pe penn above are from the reports made to the New York State Engineer for the year ending Sept. 30, 1878, and include all roads whose reports have not been otherwise given, or included 


in lessees’ repo 


The Delaware, Lackawanna & Western operates the Cayuga & S 
me & Clinton under agreement, and the Syracuse, 


hamton and the 

cuse, Geneva & Corning, The Tioga 
The Bath & Hammond 

the Warwick Valley are of 


i. the New Work & Ft swnee 
e 


cope a etamdinnd gauge. 


Ivania operates the Elmira State Line road. 
n Beach and the Olean, Bradford & Warren are of 3-ft. gauge. 


inghamton & New York as controlled. 


Train service is furnished to the 


uehanna; Greene; Oswego & Syracuse: Utica, Chenango & Susquenanna Valley roads under lease; the Utica, Clinton & Bing- 
The Fall Brook Coal Company operates the Corning, Cowanesque & Antrim, and the Syra- 


arwick Valley by the Erie. 


The Port Jervis & Monticello, the Sterling Mountain, the Wallkill Valley and 


The Breoklyn, Bath & C Coney iland tine has no po atooe, being ownex a by a single individual, who bonght it under foreclosure of second mortgage. 
Harnings of Staten Island road inclu fe those of steam eay f between Staten Island and New York 








048.92. The amount invested in other car associations 
showed a reduction of $13,815.15 during the year, The to- 
tal amount of permanent investments, cars, sbops, property, 
other companies, aa was $11,517,493.54, "against $11,478, 
654.42, an increase of $88, 839.12 during th the year. 

The income account for the year was as follows : 














78-79. 1877-78. Inc. or Dec. P.c 
Rernings leased lines in- 

rr $1,705,796 $1,709,136 D. $3,440 0.2 
P roportion of earnings of 

other car associations 

controlled and opera- 

Pe ee 453,940 443,194 I. 10,746 2.4 
Patent royalties.......... 8,5 i. -dtbhenees “yy 
Profit and los:, inelu 

interest, discount 

@xchange, ........s00006 28,400 ..... s... I. 26,400 ...| 

Total receipts...... $2,196,735 $2,160,830 I. $35,905 1.7 
Working experses, incin- 

ding legal expenses, | 

taxes and insurance 

(leased lines included),, 610,310 577,745 I. 82,565 5.6) 
Maintenance of uphol- 

stery and _ bedding 

(leased lines included)” 164,542 150,188 I. 14,354 9.6, 
Proportion of working 

and maintenance, con- 

trolied lines............. 157,918 150,645 I. 7,273 4.8) 
Reduilding seat pea hie: } 

CAS....... BERG i ccics ceicne I. 25,606... | 

Total expenses..... $958,466 $878,578 I. $79,888 9.1 
Net earnings....... $1,238. $1,282,252 D. $43,983 3.4 
Rental of leased lines.... poner 264,000 .. .... ... 
Prout and WO i. fcccsacck’ petnnaacas 16,716 D. 16,716 
Total charges.... $264,000 280,716 D. $16,716 6.0 
P rons applic. nniageange 
BL... + 009g anene’s Gea ane $974,269 $1,001,546 D. $27.2 2.7 


The earnings for the year, sore royalties and receipt: 
from controlled lines, were $3,67' r car per year; the 
working and maintenance expenses ~ BL 670, leaving the net 
earnings $2,006 per car per year, The working and main- 
tenance expenses were 45.42 per cent, of earnings. The 
balance of profit from Gentoo’ nes was $296,022.08, or 
12.4 per cent. on the amount invested therein, 

The disposition of the balance of profit was as follows : 


Balance of profit as GOVG....63) 3 ciecstks Bidies $974,269.09 
Interest on bonds: .......c00 ccccsccecees $165,890.00 
Dividends on stock, 8 oreent........., 471,056.00 
Balance of aceount for rebuialing’ and 
FEMOMELNG CATH... ci ccccec cectpencces 10,920.41 
—_———. 647,866.41 
Surplus to credit of income account............ $328,402 68 


| substantially owned. 


|no less than 514,098 acres, for 


| Bills payable, 


| Voluntary contributions........ 


Raa ay and equipment oe, 498 per 


This surplus wa; equivalent to an additional 5\¢ per cent. 
on the stock. 

The direct earnings from operations showed a trifling in- 
crease, which the receipts from controlled lines and miscel- 
laneous accounts converted into a small gain in gross re- 
ceipts, All classes of expenses, however, showed a consid- 


erable increase, so that the net receipts fell off about 344 per | 


cent, They were still large enough to pay the usual 8 per 

cent. dividends and to increase the surplus, after charging 
depreciation andthe loss by the Angell defalcations by 
amount equivalent to 4'¢ per cent. more on the stock. 


Burlington & Missouri River in Nebraska. 


At the close of last year this company worked its own 
line from Plattsmouth, Neb., to Kearney Junction, 191 
miles ; the Omaha & Southwestern from Omaha to Oreapo- 
lis, 17 miles, and from Crete to Beatrice, 80 miles; the 
Nebraska Railway, from Nemaha to York, 136 miles, and 
| the Republican Valley road, from Hastings to Red Cloud, 
41 miles. The last three lines are nominally leased, put 
The Republican Valley and four 


| miles of the Nebraska road were added during the year and 


the Republican Valley has been extended 28 miles since its 
close. The following statements have been published for 
the year ending Dec. 31, 1878. 

The equipment consists of 29 engines; 16 passenger, 7 
combination and 5 baggage, mail and express cars; 1,048 
box and 187 platform cars. 

The company has a land-grant, of which 2,453,750 acres 
have been certified to it, From it there were sold in 1878 
$2,620,511, the sale of 
251,026 acres for $1,209,45 4 being for cash or short credit, 
and 263,072 acres for $1,411,057 on ten years’ time. Of the 
acres sold, 891,930 were what the company calls South 
Platte lands, lying with 20 miles of the road, and 122,168 
acres North Platte lands, lying from 20 to 50 miles north of 
the Union Pacific. 


The general account was as follows : 


Stock ($22,628 per mile). 
Bonds ($26,345 per mile)... ... 
unpaid coupons, ete. ; 
Suspense ace ount ‘ 
ON See : 


.. $9,390,800.00 
. 10,933,300,00 
422,285.10 
462,518.65 
687,746.80 
203,560.85 





Income account, balance........ 


_ | 


| Be a $20,541,852.14 


Nebraska Railway 455.961.83 
Coupon account .... ee 808,834.91 
Cash, materials and receivables..... 


796,030.00 


22,602,678.88 


an | 


502,467.48 | 


. $22,602,678.88 | 


This general account includes the leased lines, which are, 
indeed, substantially owned by the company, and largely 
built by it. The bonded debt consists of $6,729,000 con- 
solidated 6 per cent. bonds ; $19,500 convertible 8 per cent. 
bonds ; 3600,000 convertible, unsecured, 8 per cent. bonds : 
| $1,034,000 Omaha & Southwestern 8 per cent. bonds ; $1,- 

697,800 Nebrask: Railway 7 per cent. , mds, and $85 53,000 
Republican Valley 6 per cent. bonds. It is intended to con- 
vert all the issues into consolidated bonds. 

The trattic for the year was as follows: 








| 


| 





ae ere or ee ee ee errr 469,122 
FONE GONE Fb ib.dicd ects 6006 + v0s.0s:b te eesitioeses 6% 158,683 
ND a) owen sbncdhenneeedtessee toeesons 7,913,488 
OMG EVGMMS ORETIOE . occ ccc cece cccecasccccececcccs 379,879 


Tonnage mileage 32,525,400 


No statement of traffic for 1877 tint been published, so that 
no comparisons can be made. The average receipt per pas- 
senger per mile was 4.448 cents; per ton per mile, 4.255 
cents, 

The earnings for the year were as follows: 
























1878. 1877. Inc. or Dec. P.c 
Passengers.... $352,000 wey aod I.. $64,951 22, 8 
0 RS ee 1,385,000 1.02 5 I.. 362,405 35.4 
Other sources......... 184,350 i I. 127,558 224.6 
. are $1,9: 9: 21, 35 0 $1,366,436 1..$554.914 40.6 
Expenses......... 618,677 583,664 I1.. 35,013 6.0 
Net earnings ....$1,302,673 $782,772 1..$519,901 66.4 
| Gross earn. per mile 4,991 3,690 I 1,301 35. 
| Net . 3.384 2,116 I 1,268 59.9 
Per cent. of e xpenses Ss. 32.20 42.71 D 10.51 24.6 


The earnings show a large increase, due partly to increased 
settlement and greater production along the line. The low 
proportion of working e ape s comes, probably, partly 
from the high rates received, and partly because most of the 
road is new and requires only light renewals as yet. 

The payments from net earnings reported were as follows: 








I og a's ok ih Atelin-g he 6:9.59%:355 ab3a bhaT as k's Op -. $1,3 
Received from Land Dey sartment for interest J 1 
NR sik tte rttadinnscidsaasesbeeFtiee $1,438,189 
Interest paid. . $673,798 
Dividends, 4 per cent . esense 241,512 
—— 915,300 
Balancs, sale sre Ra $522,889 


A further dividend of 214 per cent. frou sales of unpledged 
lands was p>id in December. The earnings of the current 
| year thus far have showna steady increase, and the land 
| sales have probably been large, as there has been a great 
| immigration into Nebraska. The company has continued to 
| pay regular dividends at the rate of 8 per cent. yearly on its 
own stock, and that of the leased Republican Valley road, 
besides meeting all its interest payments. 





